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DW21 AND REAR DUMP ROCK WAGON 


“Short turn around 
fast dump” 


The quote above belongs to H. H. Listerud, 
rock foreman for R. A. Heintz Construction Co., Port- 
land, Ore. J. S. Budd, project manager, worked with 
DW21 and Athey PR21 units on a track diversion in 
which 250,000 yards of rock were moved. 


“Short turn around” —and here’s proof! The big 
unit has a 90-degree turning angle. Combined with its 
short wheelbase (under 20 feet), the turning angle per- 
mits nonstop turns in 34 feet! An average automobile 
needs one-third more space to do the same thing. 


“Fast dump”—and here’s why. The 90-degree 
turning angle gives fast maneuverability in getting 
into dumping position. Then powerful hydraulic rams 
tilt the trailer body to 60 degrees, insuring swift, clean 
dump of any type of material. Result: a heaping load 
can be ejected cleanly in 18 seconds! 


And a heaping load means 22.5 cubic yards. On 
the job pictured, two of the units are moving 1500 yards 
every eight hours over a haul of 1400 feet. 


There’s real economy in parts. The PR21 has the 
same size tires as the DW21, permitting money-saving 
tire rotation. And tires, wheels, brakes, drums and 
many other parts of the PR21 are interchangeable with 
the Cat* No. 21 Scraper. 


For off-track construction, nothing could be more 
efficient and economical than the brawny DW21-PR21 
team and an additional No. 21 Scraper. Your Caterpillar 
Dealer can show you how this trio would give you 
equipment that could handle any big job with a mini- 
mum of investment. Just name the date—he’ll demon- 
strate. On your job. 


Caterpillar Tractor Co., Peoria, Illinois, U.S. A. 


CATERPILLAR’ 


*Both Cat and Caterpillar are registered trademarks — ®) 





How these New Centuries earn their keep 


When you see a row of Model 51 New Century switch stands 
like this, you can be sure the railroad is getting its money's 
worth .. . and more. 


First, there’s the low first cost: amazingly low for such a 
foolproof and hard-working stand. 

Then there’s the adjustable feature built right into the 
stand itself, which takes the cost and bother out of switch- 
point adjustment. Simply insert or remove a shim or two 
to increase or decrease the throw. 


The New Century will outlast several switches. Because 


the throw is adjusted within the stand, you can use the most 


economical switch fittings, such as rigid connecting rods, 
standard switch rods and clips. 

If one of the New Century's parts should ever need re- 
placing, you'll find that parts made today will fit stands made 
many years ago. When you decide to remove a New Century 
from main line service, you can oil her up and set her down 
in the toughest yard or siding job. Write for full details. 


BETHLEHEM STEEL COMPANY 
BETHLEHEM, PA. 


On the Pacific Coast Bethlehem products are sold by 
Bethlehem Pacific Coast Steel Corporation. Export 
Distributor: Bethlehem Steel Export Corporation 


Published monthly by Simmons-Boardman Publishing Corporation, Emmett Street, Bristol, Connecticut, with editorial and executive offices at 79 West 


Monroe Street, Chicago 3, Illinois; 30 Church Street, New York 7, New York. Subscription prices: 


to railroad employees only in the United States and 


ossessions, and Canada, one year $2.00; $3.00 for two years. Single copy 50 cents. Entered as second class matter at the Post Office at Bristol, Conn., 


November 26, 1954, under act of March 3, 1879. Volume 51, No. 7 








NIPS UP THE TIE AGAINST THE RAILS 
--Orives four Se(kes / 


' = - 
Nipping tongs are lowered to engage tie 
and raise it square with the rails. 


With tongs holding tie, driving guns drive 
With an operating speed of better than two ties per spikes on either side of both rails. 
minute, SpikeMaster drives four spikes—one on 
either side of both rails. 

Machine is suitable for tie replacement or laying 
new rails. It is adjustable for driving either rail or 
anchor spikes on all tie plates. It can be used with 
pre-bored or non-bored ties. A hydraulic ram turn- 
table enables operator to lift the machine, turn it 
and remove it from track. 








Ask for Bulletin S-55 


rporation 
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Box 1888 Pittsburgh 30, Pa. 


I oe 


Designers and manufacturers of: 
McWilliams Mole, Super Mole . . . McWilliams Tie Tamper, Crib Cleaner, 


Ballast Distributor . . . TieMaster . . . LineMaster . . . SpikeMaster Machine with one set of driving guns operating, 
the other in travel position. Both sets of guns 
operate simultaneously if desired. 
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DON’T OVERLOOK THE 








Tue Pullshovel is a versatile 
machine. It will dig narrow, straight walled 
trenches impossible with a dragline. Depths up to 
32 ft. have been handled and it has proved itself in 
rock digging and hard pan. 
The Pullshovel is always ‘up on top.” It digs from firm ground 
and without straddling the ditch. Larger Northwests bring you 
positive traction on both crawlers while turning as well as when 
going straight ahead and Northwest traction with its self-cleaning action 
has been proved on all models in miles of travel. They will work along 
the right-of-way or on jobs off the line and when required they can be 


put on the “‘off line” jobs by trailer. 

Northwests load and unload themselves on one standard flatcar under their 
own power. They will travel from car to car over flats or through drop- 
end gondolas and their ease of handling makes it possible to quickly 


clear the line. 
All Northwests can be equipped as a Shovel, Crane, Dragline or 
Pullshovel and they are readily convertible from one to the other by 
simply changing booms. The Northwest has many advantages that 
make it a better Railway Machine. Ask for details. 


NORTHWEST ENGINEERING COMPANY 


1513 Field Building e 135 South LaSalle Street ¢ Chicago 3, Illinois 


NORTHWEST 


THE ALL PURPOSE RAILROAD MACHINE 
CRAWLER OR RUBBER MOUNTED SHOVELS 
CRANES «© DRAGLINES «© PULLSHOVELS 















“We've used the GRADALL for more 
different jobs than any other machine 


17 
* 


MR. C. H. VOGT, Chief Engineer, Maintenance-of-Way Department 


@ “It’s the best machine for railroads, 
along with the bulldozer, that I’ve ever 
seen,” Mr. Vogt went on to say. “We've 
lined track, spread asphalt, used it as a 
crane, plus many other more usual jobs.” 


Lining sections of track is one example 
of the many “bonus” jobs Jersey Central 
handles with the Gradall. Its arm- 
action boom reaches out, hooks the 
bucket around ties and rail, and pulls 
the section of track into place. Two 
men check track alignment at either 
end. One operator handles the Gradiall, 
equipped with remote control*. The 
job previously required 15 men! 


CENTRAL RAILROAD OF NEW JERSEY 


Jersey Central has also come up with 
another new job for the Gradall—load- 
ing piles of ties. Extra jobs like these 
—jobs you can do in addition to regular 
work —really make the Gradall pay 
off! With a single investment you'll 
have a machine that does the work of 
many—a busy machine that gives you 
more on-the-job hours the year ’round. 


So before you invest in any mainte- 
nance or construction machine, contact 
us for a field demonstration of the 
multi-purpose Gradall. The Warner & 
Swasey Company, Gradall Division, 
Cleveland 3, Ohio. *Optional equipment 


NEW RAILROAD GRADALL — Equipped with 
track-climbing tires and power steering for on- 
track as well as off-track maintenance. Works 
over every mile of track. 


Gradal 


OIiviSion OF 


Distributors in over 
75 principal cities in the 
United States and Canada 


SELF-PROPELLED 
GRADALL 


CRAWLER-MOUNTED 
GRADALL 


GRADALL— 
STANDARD CARRIER 


YOU CAN PRODUCE IT BETTER, FASTER, FOR LESS...WITH A WARNER & SWASEY 
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Feces Stop Weeds 
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this low-cost titty way! 


NOTHING TO MIX 


NO WATER TO HAUL 


SAVE Up to 85% of your grassing costs! 
Put Concentrated Borascu Weed Killer 
about your timber structures, yards, tie 
piles, sidings and buildings to get greatest 
protection from brush fires at lowest cost! 
Weeds-grasses are stopped, leaving noth- 
ing but bare ground wherever Concen- 
trated Borascu is applied properly. Don’t 
sacrifice your costly man-power on grass- 
ing...this modern method is thriftier! . 


Alia:| Borascu. 


Kile Weeds tor Pennies! 


PACIFIC COAST BORAX CO. 


DIVISION OF BORAX CONSOLIDATED, LIMITED 
630 SHATTO PLACE, LOS ANGELES 5,CALIFORNIA 


RAILWAY TRACK and STRUCTURES 


When Borascu's in... weeds stay out! 
Weeds and grasses just can’t grow on 
soil where Borascu has been applied! 
And such soil remains sterile for long 
periods because this inorganic borate 
doesn’t break down. Applications are 
simple; there is nothing to mix... no 
water to haul and the most unskilled 
laborer can do the job. You'll find it 
pays to use Concentrated Borascu. 
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NEW FROM 
CATERPILLAR! 


INTERMITTENT OUTPUT 
190 HP Maximum recommended for loads of short duration (1 hour or less) 


with equal periods at idle or low load. 


171 HP RATED OUTPUT 
Maximum recommended for loads of moderate duration (12 hours 


or less) with equal periods at idle or low load. 


152 HP CONTINUOUS OUTPUT 


Maximum recommended for loads of unlimited duration. 
All at 1200 r.p.m. with full equipment 
This is the same trouble-free Balancers— standard equipment 
engine which powers Caterpillar’s on the new D339 — give this 
mighty D8 Tractor. Coming 


powerful 4-cylinder engine all 
soon: the new D342 Electric Set! 


the smoothness of 6-cylinder 
performance! 





Here are the latest advances in diesel engine design. 


Compared to other engines in their class, these two new CAT* 
Engines offer you better operation, less maintenance, higher 


horsepower and more compact design. Take a quick look! 


CHOICE OF STARTING SYSTEMS! 
AIR ELECTRIC GASOLINE 


For fast starts where a supply of com- Where speed of starting is espe- For all-weather starting. This system pre- 
pressed air is readily available, a cially important. Also available: conditions the diesel, and supplies full lu- 
sturdy vane-type air motor is offered. automatic start-stop controls brication before diesel is started. Also 
Also available: air compressors and which require no operating per- available: electric starters for the gasoline 
storage equipment. sonnel. starting engine. 


ECONOMICAL FUEL SYSTEM! 


Same famous tinker-free fuel system so successful on other Caterpillar 
Engines. Capsule-type injection valves with single, large, foul-proof 
orifices, plus special precombustion chambers, permit these engines to 
operate—even idle—on low-cost non-premium fuels. And full-flow 
filtering is assured with new paper-type element that is not affected 
by water. 


FIELD-TESTED PISTON ASSEMBLIES! 


Pistons, rings and rods in these two new engines are like those used in 
Caterpillar’s famous V-type Engines. Heat plugs, chrome-faced rings, 
cast-iron top ring bands give thousands of hours of operation before 
inspection is necessary. 








MANY OTHER IMPORTANT FEATURES! 


BRIEF SPECIFICATIONS , ; 
Your Caterpillar Dealer has full details on 
D342 Four-cycle, D339 


valve-in-head both of these compact, new engines. Call him 
6 | Number of cylinders | = 4 today for modern heavy-duty diesels. And re- 
53/, in. x 8 in. | Bore and stroke 53/, in. x 8 in. B z : 
Sey tty member him, too, for prompt, complete installation 
1246 cu. in. | Piston displacement 831 cu. in. ‘ 
1200 Rated speed, r.p.m. 1200 and service. 


425 Low idle speed, 425 Caterpillar Tractor Co., Peoria, Illinois, U. S. A. 








We'd be glad to send you more 
information on the new D342 and D339. 


Just mail the coupon below. Cc AT & ae Es i L LA R* 


“Both Cat and Caterpillar are registered trademarks — (R) 
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CATERPILLAR TRACTOR CO., Dept. 8594, 
Peoria, Illinois, U. S. A. 


Send me complete details on the new D342 and D339. 


Name 





Address 





City State 























K MAINTAINER 


* The evidence of this machine's great superiority as a 
means of both putting up and maintaining track of finest 
quality — in any ballast, under ALL conditions —is so 
preponderant that we confidently predict neither you nor 


any track chief who possesses the complete facts will 


specify any other. By all means write, wire or phone for 


complete information before making any commitments. 


Acquirement plans to suit your needs. 





LUDINGTON, MICH IG AN 








that PROVED-IN 


for Railroad Operations! 


Experimental Link by 


Federal- 
Sa answeorth 


for Rock Island in Chicago 
is the first demonstration by a 
railroad of the unlimited 
opportunities in combining 
Industrial TV and Microwave 


The Chicago, Rock Island and Pacific Railroad Com- 
pany and Federal-Farnsworth have completed a his- 
tory-making test that opens the way to broader and 
more efficient use of closed circuit TV by the railroad 
industry. 
In the Chicago demonstration, a weather-proof, 
rotating ITV camera was mounted on the platform of 
the busy Englewood Station at the main line crossing. 
Visual information on train arrivals and departures 
and the loading and unloading of passengers, bag- 
gage, and mail was fed to a TV monitor, thence to a 
microwave antenna for transmission to a slave moni- 
tor in the La Salle Street Union Station ...six miles 
away...enabling Rock Island executives to “see” 
train and passenger movements at the instant they 
were happening! 
The Chicago test not only pioneered ITV-Micro- 
wave transmission by a railroad, but proved-in the 
value of this modern communication tool to traffic 
control in high-density areas. 
ITV—"The Eyes of Industry’’—has already proved 
its worth in railroad operations, such as reading of Everything you need for any 
car numbers, checking of equipment, car inspection, : x i 
yard surveillance, and security work. Now, Farns- ITV- Microwave application: 
worth ITV and Federal Microwave links...of any 
length or channel capacity ... bring to railroad com- e The standard Farnsworth ITV Sys- 
ea : ; cir cane tem consists of lightweight camera 
munications and signaling greater flexibility and ond tidaibteieen  miadien: teens 
versatility ... the enormous advantage of imstanta- ing 600-line resolution, remote opti- 
neous, visual contact with conditions which may be miles cal focusing and all camera controls 
away. at the monitor. 


For complete data on the test that proved- Ma nip =p Microwave, for interwork- 
in ITV-Microwave for railroad operations, pon Pteectah ae ge — 
eS ee Aipping Industry Sales any channel capacity. More than 
ganization, Dept. p-986. 6,000 route-miles of Federal Micro- 
wave already installed in the U.S. 


Whatever the application or distance, 
Federal-Farnsworth Systems, backed by 
the vast technical and manufacturing 
resources of the world-wide IT &T, meet 
all needs of railroad applications for 
ITV-Microwave facilities. 


A DIVISION OF 2 
Federal Telephone and Radio Company 
A Division of INTERNATIONAL TELEPHONE AND TELEGRAPH CORPORATION 
100 KINGSLAND ROAD « CLIFTON, NEW JERSEY 


In Canada: Standard Telephones and Cables Mfg. Co. (Canada) Ltd., Montreal, P. Q. 
Export Distributors: International Standard Electric Corp., 67 Broad St., New York 
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THE NEW “Ae 


~ FLASH BUTT RAIL WELDER 


® Here is a truly significant development 
ro Wn a otemCehartolerchontclelame) ammracoletatelttolttime:t) Maan coy « 
aalematentaulerteme .eltuerte te 
The Matisa-Schlatter Rail Welder is a 
complete, mobile production-line welding 


: NS shop capable of continuous high 

pe 5 ‘ quality output. 

POWER CAR §<S , : 

Equipped with a newly” 

developed diesel genera- 

tor set supplying power 

for the welder, and an 

auxiliary diesel genera- 

tor for motors, lights and 

miscellancous power. 


RAIL FEEDING RAMP 


One man automatically feeds rails 
onto adjustable rail supports in 
position for rolling into welder. 


> 
WELDING CAR OC 
Here the rail ends are clamped, pre- 
heated and electrically welded with the 
Matisa-Schlatter Flash Butt Welder, 
producing a small upset which is 
immediately sheared off on the base 
and head of rail while hot. | 


GRINDING CAR 


After being sheared, the upset on the base of rail 
is smoothed up by one special Matisa grinder while, 
simultaneously, that formed on the rail head at 

a previous weld is automatically ground to 
the exact rail-head profile by another Matisa 
Machine which uses the rail itself as a templet. 





Finally, the welded rail moves through an INSPECTION 
BUILDING, furnished by Matisa, where railroad forces 
can test each weld by whatever method desired. 


High production is assured by performing all these operations 
simultaneously — while one weld is being made, another is ground 
on the base, a third is ground on the head, and a fourth is inspected. 


o= 
Malis EQUIPMENT CORPORATION 
1020 WASHINGTON AVENUE ¢ CHICAGO HEIGHTS, ILL. 


224 SOUTH MICHIGAN AVE. ¢ CHICAGO 4, ILLINOIS 


TRACKWOR K Pe oe ee oe ati. GOV TH E 
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News Notes 


...aresume of 
current events 
throughout the 
railroad world 
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TRALK cov 
STRUCTURES 
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Class | railroads had estimated net income of $243 million in the first four 
months of 1955, an increase of $111 million compared with the same period last 
year. Net income for April was $67 million compared with $40 million for April 
1954. 








The Southern has revealed plans for building a new $15-million “ultra- 
modern retarder yard” at Atlanta, Ga. No definite starting date has been set. 








The Frisco will soon launch the largest yard construction program in its his- 
tory. A total of about $16 million will be invested in the construction of two 
yards, one at Capleville, near Memphis, Tenn., and the other at Tulsa, Okia. 
The Capleviile project will be entirely new and will cost $10 million. At Tulsa an 


existing yard will be expanded and modernized. Both new yards will be of the 
hump-retarder type. 





Work is to start immediately on a 16-month project to convert, from four main 
tracks to two, that part of the New York Central's main line between Cleveland 
and Buffalo, 185 miles. The $6-million project will produce considerable 


economies in track and signal maintenance, taxes and operating costs, but with 
no decrease in capacity, according to NYC President Alfred E. Perlman. 














Joint operation of certain facilities is under serious consideration by the Erie 
and the Lackawanna. Consolidation of closely adjacent passenger terminals at 


Jersey City and Hoboken, and common use of parallel main lines west of Bing- 
hamton, N. Y., are understood to be under particular scrutiny as possible sources 
for operating economies. 








The ink was hardly dry on an agreement for a graduated rate of pay for con- 
ductors and brakemen working on freight trains of 81 or more cars before the 
Brotherhood of Railroad Trainmen announced it would seek pay increases of 


$2.50 per day “across the board.” The new demand was announced on June & 
by W. P. Kennedy, president of the BRT. In addition, the union is currently nego- 
tiating on a demand to get six days’ pay for five days’ work for yardmen. 














The Brotherhood of Locomotive Engineers will not join the projected merger of 
the ClO and the AFL. This decision was revealed by Grand Chief Engineer Guy L. 
Brown at the brotherhood's eighteenth annual international western convention 
at San Francisco, June 7. Behind the BLE’s decision to become “the first union to 
reject membership” in the proposed merger, according to Mr. Brown, is its feeling 
that “‘governmental restrictions will surely follow such a gigantic organization.” 














The Santa Fe has bought controlling interest in the Toledo, Peoria & Western, 
by acquiring the 73,800 shares (62 per cent) of common stock held by the estate 
of the late George P. McNear, Jr. Santa Fe president, Fred G. Gurley, revealed 
that the purchase price was $9,963,000, or $135 per share. The transaction is 
subject to approval b~ the Interstate Commerce Commission. A fight looms be- 
cause both the Pennsyivania and the Minneapolis & St. Lovis are interested in 
acquiring control of the TP&aW. 
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eee KREPUBLIC Pressure Creosoted Wood 


In wet or dry climate, acid or alkaline soil, wood that has been pressure 


creosoted the Republic way has a remarkable service record. 


Time tested protection under all types of conditions is an important feature 


of Republic Creosoted Products. 


Railroad Ties Lumber Cross Arms 


Wood Blocks Poles Piles 
Anchor Logs 








REPUBLIC CREOSOTING COMPANY 


MERCHANTS BANK BUILDING, INDIANAPOLIS 4, INDIANA 


—_ 
CREOSOTED 
PRODUCTS 
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BEFORE "R.B.C.C.” Service AFTER “R.B.C.C.” Service 


“R. B. C. C.”’ ballast cleaning service has earned its outstanding performance record 
from 24 years of successful operation. Our 3 and 5 unit trains are entirely self,con- 
tained on our own standard railroad equipment—No railroad cars are used or tied up. 


“R.B.C.C.” 5 unit equipment does a | “R.B.C.C.”” 3 unit equipment, self pro- 
thorough ballast conditioning job, clean- | pelled, does a thorough ballast condi- 
ing two center ditches or two shoulders | tioning job, cleaning one shoulder at one 
or one of each at one trip. pass on one side only. 





“R.B.C.C.” ballast cleaning or excavating service, complete with our own persenne! 
and equipment, is handled on contract basis. 


/ * 
m \D we =~ SOM 


RAND TOWER METROPOLITAN BANK uLDG. 
MINNEAPOLIS, MINN. 2 WASHINGTON, D. C. 


| . : 
‘ & 2 
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600-Foot Tunnel 


Restored 


with Horseshoe of Armco Liner Plate 


The 600-foot tunnel that carries the Santa Fe “under- 
ground” at Richmond, California, needed rehabilitating. 
The problem was to restore safe strength with a minimum 
interruption to traffic. 

Here’s how the job was done. A lining of 5-gage Armco 
Liner Plate was installed, and the void between the new 


and the old grouted to prevent settlement. Individual pieces 


Liner Plate sections were bolted together outside the tunnel. 


JULY, 1955 


of Liner Plate were assembled into 6-foot lengths of the 
lining at a convenient spot outside the tunnel. The big 
horseshoe sections (span 28 feet, rise 15 feet) were then 
moved into position with on-track equipment and bolted 
together in the tunnel from scaffolding mounted on a flat 
car. This method allowed the tunnel to be cleared for 
trafic during construction. 

In addition to this horseshoe shape, Armco Liner Plates 
are available for round, elliptical and arch structures in 
a wide range of sizes and gages. Corrugated metal desien 
plus special joint design makes it the strongest of all tunne! 
liners on a pound-for-pound basis. Write us for comp!cie 
data. Armco Drainage & Metal Products, Inc., 5725 Curtis 
Street, Middletown, Ohio. Subsidiary of Armco Steel Cor- 
poration. In Canada: write Guelph, Ontario. Export: The 


Armco International Corporation. 


ARMCO LINER PLATES 





(= ) 
RMC 
V/ 
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RAIL RENEWAL 
OPERATIONS 















Designed for removing high crib ballast which would 
interfere with the operation of adzers in rail renewal 
ecoe USE the N ° RDBE RG operations, the Nordberg Ballast Router cuts a flat trench, 


the depth of which can be set by an adjustable stop, and , 
BALLAST ROUTER sweeps the area of the tie to be adzed. | 
Operated by two men, the Ballast Router easily and 
quickly removes high ballast, improves track drainage, and 
of troublesome simplifies application of rail anchors. No objectionable 
void is left in the crib under rails which would require 
HIGH CRIB BALLAST 


filling later. 


for quick removal 


The digging element incorporates years of complete 
cribbing experience gained with the Nordberg Cribex® 
... and the entire Ballast Router is built with the same 
rugged construction found in all other efficient Nordberg 
Railway Track Maintenance Machinery. 


\ 
\ 
\ 


\ 





an aa 


Router can reduce maintenance time and expense, write 


For complete information on how the Nordberg Ballast 
for your copy of Bulletin 240. 


©1955, Nordberg Mfg. Co. R855 


(a) 

NORDBERG DZING MACHINE e BALLAST ROUTER e © BALLASTEX . REENEX e HYDRA snd NORDBERG 
“® ig AL SPIKE PULLERS e SPIKE HAMMER « TIE DRILL © POWER JACK © POWER WRENCH e 

Nien Aba cue? Vell iene y Val). 

NORDBERG MFG. 
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WHEN YOUR TRACK 
BALLAST 
NEEDS 


SPENO contract service eliminates capital investment by 
Railroads in this single-operation equipment. 


SPENO’S double screening system gives a thorough 


cleaning in less time than a single screening by other 
mechanical means. 


SPENO Ballast Cleaning Equipment does not foul train 
traffic on adjacent tracks. 


SPENO ’S record of high production and low cost can be 
verified by the sixteen Class | railroads now served. 


RIVES Moly @isl-M deli iaclelelMislel MalehZ-Mtlicle Mtn 


FRANK SPENO RAILROAD BALLAST CLEANING CO., INC. 


306 North Cayuga St., Ithaca, N. Y 
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REDUCE INVENTORIES 
BY USING 
Q AND C DERAILS 


Q and C Hand Throw Derails are of simple design, dur- 
able, and effective. They may be adjusted in the brackets to 
fit a range of rail sections; eliminating the necessity of 
carrying many sizes in stock, thus reducing inventories. 





We also manufacture Sliding Type and Portable Derails, 
likewise adjustable for many sizes of rails. 
Specify Q and C Derails to insure safety and economy. 


THE Q AND C CO. 


59 E. Van Buren St. 90 West St. 611 Olive St. 
Chicago 5 New York 6 St. Lovis 1 














low cost 
way to 
maintain 


SMOOTH 
GRADE 
CROSSINGS 


oe 





For timely, economical source of materials, Kwik-Mix 


maintenance of grade cross- 
‘ings, put Kwik-Mix Bituminous 
Mixers to work on your line. 
As mobile mix plants on pneu- 
matic tires, they can be moved 
'anywhere throughout the di- 
\vision to do patchwork, or 
| stockpile cold-mix at various 
| sites. Or, stationed at central- 
ly-located points, close to the 


Bituminous Mixers are readily 
set up as central-mix plants. 
On stationary installations, 
they can be mounted on skids 
on elevated platform. There 
are 2 sizes — 10 and 14 cu. ft. 
Both are available with tow- 
er loader for overhead dis- 
charge. See your Kwik-Mix dis- 
tributor or write for catalog. 


od KWIK-MIX CO., 3029 W. Concordia, Milwaukee 16, Wis. 
; Send us literature on: (] 10 [] 14 cu. ft. Bituminous Mixers 

















(Kzehring Subsidiary) 
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Koehring RailAid powers its own rail pro- 
pulsion car . . . travels job-to-job at rail 
speeds up to 20 m.p.h. Overhead clearance 
is low ... 10 ft.-11 in. from top of rails. 
Maximum width (at crawlers) only 9 ft.-8 in. 


Propulsion car is ramp-equipped. To unload 
crane from car, operator disengages a uni- 
versal coupling and drives crane down ramp. 


Crane lifts its propulsion car off the track 
.-. Clears the right-of-way for uninterrupted 
rail traffic. Entire loading or unloading 
operation takes less than 10 minutes! 
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10 miuilea 


with Koehring RailAid® 


Koehring heavy-duty RailAid combines all the 
advantages of a self-propelled track crane with 
the flexibility of a free-moving, off-track crawler 
crane. The crane works on or off the propulsion 
cor... safely lifts 6.9 tons on the car... 89 
tons on the ground. 


RailAid travels at rail speeds up to 20 m.p.h. 
forward and reverse . . . is self-powered through 
extended lower traction shaft of crane and uni- 
versal coupling on rail propulsion car. Crane 
loads or unloads itself on ramp-equipped car in 
less than 10 minutes. It sets car on and off-track 
. .. clears the rails for normal traffic. Work of crane 
and the road crew is uninterrupted during the com- 
plete shift. 


Usefulness is unlimited . . . RailAid loads and un- 
loads materials in yards and along the line, lays 
rails, places timbers and trusses on bridge con- 
struction and repairs, speeds scrap handling and 
salvage. Readily converts to magnet crane, pile 
driver, clamshell, dragline, ¥-yard shovel or hoe. 


. . e @« © e ® °° @ a . € * ¢ @ © ° 


KaSSATS. 
KOEHRING COMPANY, Milwaukee 16, Wis. 


Send us more information on Koehring RailAid. 





COMPANY... 
SINE eee 
ADDRESS... 
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one rod for both 


Airco Railroad Rod provides a single answer to these two common types 
of rail damage. You can use it to build up battered and chipped rail ends, or, 
by a simple adjustment of the welding torch’s oxyacetylene flame, to fill in 
and smooth out rail burns. Hardness of the deposit is 251 to 350 Brinell— 
well within the required range for both applications. Airco Railroad Rod is 
standard on many major railroads, not only because it eases stocking 
problems but also because of the high quality of its deposit. 





Your Airco railroad zepresentative will be glad to arrange an actual 
demonstration. Why not get in touch with him today? 


Divisions of Air Reduction Company, 

Incorporated, with offices and 
dealers in most principal cities 

§ e é D U T I QO bh Air Reduction Sales Company 

Air Reduction Pacific Company 

frat Sarma internationally by 

irco Company International 

60 East 42nd Street e New York 17, N. Y. Foreign Subsidiaries: 

Air Reduction Canada Limited 

Cuban Air Products Corporation 








Products of the divisions of Air Reduction Company, Incorporated, include: AIRCO — industrial gases, welding and cutting equipment, and acetylenic chemicals * PURECO — 


carbon dioxide, liquid-solid (*‘DRY-ICE'') * OHIO— medical gases and hospital equipment * NATIONAL CARBIDE — pipeline acetylene and calcium carbide ° 
COLTON — polyviny! acetates, alcohols, and other synthetic resins. 
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HOW W 


WHAT DIFFERENT JOBS WILL IT DO? 


ELL WILL IT PERFORM? 
Ww TO MAINT 






AIN? 


HOW LONG WILL IT LAST? 


Consider the Answers to these Questions 
before you buy any excavator 


HERE’S HOW BUCYRUS-ERIES MEASURE UP 


What Different Jobs Will It Do? ,.., ..., 


convert to another front end right on the job, quickly 
and easily, without major machinery changes. For ex- 
ample, the 22-B shown here converts from dragline to 
shovel by simply adding the crowd chain unit and re- 
versing one brake. Crane boom lengths can be increased 
for longer, higher reach simply by adding insert sections. 
Jib extensions can be added without dismantling boom 
point machinery. 


How Well Will It Perform? 2... depena- 


able operation characterizes the performance of Bucyrus- 
Erie draglines with their ability to handle long booms 
without loss of capacity, to dig heaping bucket loads, to 
merge dig-swing-dump motions into a smooth, efficient 
work cycle. The all-welded booms of deep box-section 
construction are light in weight, yet have ample strength 
to permit fast dragline work. Wide-spread boom feet 
minimize swing stresses. 


Will It Cost Much to Maintain? ..... sneaa 


to start with because there are actually fewer parts in a 
Bucyrus-Erie excavator — which means fewer parts to 


2D YEARS OF SERVICE TO MEN 
WHO SHAPE THE EARTH 


wear out, to replace and stock—and far less dead weight. 
Clutch and brake adjustments can be made in minutes 
and hold for long periods. The engine chain drive and 
every gear and pinion (except swing pinion and rack) 
are fully enclosed and running in oil. Grease fittings are 
grouped at central easily-accessible locations. 


How Long Will It Last? It’s a tradition in the 


excavator field that Bucyrus-Eries outlast other makes. 
Bucyrus-Erie Individual Design makes sure every part 
in each machine is engineered and built to handle a 
specific rated capacity. There’s no over-dippering to 
create “new” models, no over-powering to cause undue 
wear and breakage. With normal care, your Bucyrus- 
Erie excavator will last many, many years with a mini- 
mum of maintenance. 


Get the Full Story... she complete tine of 


Bucyrus-Erie excavators from ¥% to 4-yd. from your dis- 
tributor. All are fully convertible; shovel, dragline, crane 
and clamshell — plus dragshovels on machines through 
2\,-yd. 127E55C 





BUCYRUS 
ERIE 


See how TIMKEN bearings help 
keep this car out of the shops 


OUNTED ina spring-cushioned 

housing, Timken® bearings on 

the axles of this Kalamazoo 27 AW-F 

are one reason why the car’s mainte- 
nance requirements are so low. 


Because these Timken axle bearings 
take both radial and thrust loads, the 
wheel gage is precisely maintained. 
No extra thrust bearings or washers 
are needed, which eliminates one 
more source of maintenance. 


The true rolling motion of Timken 





KALAMAZOO MANUFACTURING 
COMPANY uses Timken bear- 
ings on the axles and reverse 
transmission for long life with 
minimum maintenance. 





TIMKEN 


TAPERED ROLLER BEARINGS 


NOT JUST A BALL ( WOT JUST A ROLLER 
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THE TIMKEN TAPERED ROLLER 


bearings plus the smooth finish of 
their rollers and races practically 
eliminate friction. Wear is minimized, 
costly breakdowns avoided. 


Line contact between rollers and 
races on Timken bearings provides 
load-carrying capacity to spare. They 
take heavy shock loads with ease, 
prevent car breakdowns on right 
of way. 

This car has a special reverse trans- 
mission which allows the car to travel 


at equal speeds in either direction. 
Timken bearings in the transmission 
keep it smooth-acting and trouble-free. 

Look for Timken bearings on the 
equipment you buy. If you build 
equipment, talk to us about bearing 
selection. The Timken Roller Bearing 
Company, Canton 6, Ohio. Canadian 
plant: St. Thomas, Ontario. Cable 
address: ‘““TIMROSCO”. 


This symbol on a product means 
its bearings are the best. 














OUR OWN NICKEL-RICH ALLOY STEEL’ 
MAKES TIMKEN BEARINGS TOUGHER 


Nickel makes steel tougher. And we don’t skimp on 
nickel in the fine alloy steel we make for Timken bear- 
ings. Our steel-making specialists use the exact amount 
to give Timken bearings the toughness they need to 
withstand shock, last longer. We control the quality 
of Timken bearings at every step in production— 
from melt shop through final bearing inspection. 








BEARING TAKES RADIAL (AND THRUST 
f 


Viv 
(LOADS OR ANY COMBINATION —-(j)~ 
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WOODINGS-VERONA 


VERONALLOY 


RAILROAD TOOLS 


"Feel right" because they are properly balanced 
Last long because they are tough and well made A 


VERONALLOY railroad tools have the features you de- 
mand—highest quality alloy steels (heat treated), well-balanced 
design, carefully ground edges and faces, finest hickory 
handles. Each tool is checked by Magniglow inspection—and 
of course, they are made in strict conformity to A.R.E.A. 


specifications. A few of the more widely-used tools are illus- 


trated here. They are made in all required sizes, types and — 
Sa 


SINCE BEFORE THE CIVIi WAR! Ree aN —_— catalog 
~ “ prices 


WOODINGS-VERONA TOOL WORKS 


MAKERS OF RAILROAD TOOLS, RAIL ANCHORS, SPRING WASHERS, NUT LOCKS 


SHOWN BELOW ARE ITEMS FROM OUR COMPLETE LINE OF A.R.E.A. RAILROAD TOOLS 


RAILWAY TRACK and STRUCTURES JULY, 1955 











Trade-Mark 








~ 


‘ 
SEATTLE ? spoxane ? 
— ' 


YOU’RE CLOSER TO 


LINDE THAN YOU THINK 


















st. LouIs + 


7 ! 
— Pe 
, 
PORTLAND » 
/ h s(t. riaippconsintaiaiiepneeacese! ‘ / 
ede j 
’ Ee i ee H 
' : aes MINNEAPOLIS 7? * 
ae ! ' ‘ ; BUFFALO? 3 ¥~ BOSTON 
Fit 1h Pot aemnsee e———" MILWAUKEE A perroit fw = FZ 
OF ime CHICAGO A CLEVELAND ® a 
; Hl ‘ P ; \? _-f PHILADELPHIA 
ileectitansa | - _— 
SALT Lake city? | ---+-~, \ / \ PITTSBURGH -~~"\ 
\ ' Y----- N ‘nf 4 v/s 9% BALTIMORE 
" ' DENVER? Dic cacomcininneaee oh a a \. INDIANAPOLIS 5 a y 
2 SAN FRANCISCO | i | 3 “ \ /PCINcinnat! 
. | 1 KANSAS CITY? pe f me, 
. Kf. ee 
' ' ‘i 
' ‘ 


COS ANGELES ‘ 
: PHOENIX ? 


! 
‘ 
' 
' 
' 
‘ 
' 
' 
' 
, ' 
! 
! 
! 
' 
' 











PL. MEMPHIS "> 
/ i] ‘ 

t H eo 2 

‘ ° % P iy 
BIRMINGHAM Po ayignra 


4 ' 


CHARLESTON 





! 

| 
' 
\ 
' 
' 


NEW ORLEANS 





New materials, changing structural requirements, and unexpected emergencies 


create railroad problems that demand skill and experience . . . Linpe’s coast to coast 


organization of engineers, service representatives, 


and salesmen in the offices shown 


on this map, stand ready to help you meet all such problems. 


Backed by more than 40 years of accumulated know-how, and equipped with 


unmatched research and engineering facilities 
working problems, LinDE is helping the nation’s 


production and lower costs. 


to help customers solve metal- 


railroads to consistently improve 


Thee are QUS ‘values po * ak , gow LINDE 


RAILROAD DEPARTMENT 
Linde Air Products Company 
A Division of Union Carbide and Carbon Corporation 
30 East 42nd Street UCC] New York 17, N.Y. 


Offices in Other Principal Cities 
In Canada: LINDE AIR PRODUCTS COMPANY 
Division of Union Carbide Canada Limited, Toronto 
(formerly Dominion Oxygen Company) 


“Linde” and ‘'Oxweld”’ are registered trade-marks of Union Carbide and Carbon Corporation. 
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Supplying to railroads the complete line of 
welding and cutting materials and modern 
methods furnished for over forty years under 
the familiar symbol - - - 
















RAILWAY [RACK and STRUCTURES 





“Detecting and replacing defective 
rails is of prime importance to our 
operation’s safety and economy,” states 
Mr. A. B. Chaney, Assistant Chief 
Engineer, System Maintenance, 
Missouri Pacific Lines. “That’s why we 
have used Sperry Rail Service to test 
Missouri Pacific rail in track since 1931.” 





This stretch of track near Knobnoster, 
Mo., lies on the route of the original 
Pacific Railroad of Missouri, forerunner 
of present day Missouri Pacific Lines 
and the first railroad constructed west 
of the Mississippi River. “Testing fre- 
quency of this and other track varies 
from four to twelve months,” Mr. 
Chaney continues, “depending on 
density and class of traffic, age and 
condition of rail, and record of detected 
and service failures.” 













FIRST IN RAIL TESTING 
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Get high track safety 
at low cost with 
SPERRY RAIL SERVICE 


The Colorado Eagle, Mo-Pac’s crack overnight streamliner between St. Louis 


and Colorado points, speeds through scenic Rocky Mountain territory. With 
delivery early this year of 66 new diesel road switchers, Missouri Pacific has 
completed dieselization of its far-flung 10,000- mile system. Radio and CTC, 
centralized checking for LCL freight, broad line and grade revision, new freight 
cars and modernized diesel facilities are placing Mo-Pac in a strong position to 
handle increased carloadings with speed and safety. 





“Good teamwork is the rule and gets economical results,” says Mr. Chaney. 


“Test itinerary for a coming year is set up in December and distributed to all 
personnel concerned. During test operations, daily movements of the Detector 
Car are coordinated by a Mo-Pac representative riding with the Sperry crew.” 
Constant efforts by Sperry engineering and operating staffs to improve equip- 


ment and methods have resulted in greater testing efficiency than ever before. 
Since 1928, Sperry has pioneered the 


field of practical nondestructive test- 
§ OF H RY ing. Today, Sperry service offers 


America’s most complete range of 


modern ultrasonic and induction in- 
struments for testing rail, rolling stock 


Division of Sperry Products, Inc and stationary equipment... time- 
7 vad 4 

Danbu ry Conn proved assets to maintenance economy. 

New York Chicege Se. Lovie Write or call for complete information 


and a working demonstration today. 
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Rail Joints Bridges 


Car Journals 


Viaducts Steel Tanks Street Crossings Car Construction 


There is a DEARBORN NO-OX-ID. 


for every railroad application 


NO-OX-ID PROTECTS...NO-OX-ID SAVES 


QDiarlbown Chemical Company 


Merchandise Mart Plaza « Chicago 54. Ill. 
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Greatest Safety . . 
.. More Economy .. 
.. Less Maintenance 


Illustrated at left is our 
Armored Continuous Insulated 
Joint, equipped with correctly 
formed Fibre Head Pieces 
shown here in red. 

RAJO Armored Insulated 
continuous joints are used on 
leading railroads because of 
their dependability and ex- 
tremely long life. 


























RAJO Renewal Fibre for — 


Contiquous 
Rail Joints 


RAJO Fibre Renewal Parts are 
made of— 

1. The best vulcanized fibre ob- 
tainable 

2. They are identical to original 
parts—insuring a perfect fit. 

3. RAJO Renewal Fibre is carefully 
checked—the same care as given to 
the original parts. 

4. Field service for fibre and in- 
sulated joints is provided by engineer 
specalists 





RAJO has been proved to be 
the most satisfactory renewal 
fibre for railroad service. This 
brand has all the foregoing 
quality advantages. 


THE RAIL JOINT COMPANY Inc. 


50 CHURCH ST. NEW YORK 7, N. Y. 
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BELGIAN CONGO 


Congo River—ship- ‘ 

ments from Kasanga / 

mines formerly sent 

by rail to these i---rmw 
navigable rivers 


OCEAN 


f x 
‘ ‘ 

Completion this year of the Kamina-Kabalo \TANGANYIKA be 
single-track railroad will enable freight 
shipments to travel from the Atlantic 
Ocean through Belgian Congo to the 
indian Ocean by one method of trans- he 
portation, Formerly, heavy equipment and \-~! =KAMINAY =. Railroad car ferry 
ore, sent in and out of Belgian Congo \ ~sLacross Lake | 
from the west, had to be shifted from ANGOLA \ Tanganyika 
ship to rail (and rail to ship) 3 to 5 times, ‘ 
depending on the route taken, This greatly 
increased cost of transport and caused 
long delays at each point of transfer. 
Soon, however, freight will travel uninter- 
rupted from Lobito, the Atlantic Ocean 
port in Angola, into any part of Belgian 
Congo, and from Belgian Congo ‘via car eet . 
ferry across Lake Tanganyika to the rail haste 
line leading to the Port of Dar es Salaam Socol Congo and Auxeltra 
on the Indian Ocean —a total distance Beton, two world-renowned 
of about 3,000 miles. contracting firms, are build- 

ing the new railroad through 

equatorial jungle. Over 2,- 

000,000 cubic yards of ma- 

terial has to be moved, most 

of it sandy clay. Their 8 

electric-control C Tournapulls 

are loading, hauling, and 

spreading the entire amount 

at a rate of 10 to 13 cubic 

yards per load. The fill 

shown was made in 

one 8-hour day. 


‘ 
a 


"=, 


ATLANTIC 











sSiequatorial Africa near completion 


New 300 mile section will 
take 2 years to build; first 
1150 miles took 25 years 


F ifty years ago, the governments 
of Belgium, Great Britain, and Por- 

tugal moved to improve transportation into the fabu- 
lously wealthy Katanga copper country of Belgian Congo. 
An 1150-mile single-track railroad line was started 
across Angola from the Atlantic Ocean. A dozen contract- One of the major advantages of the Tournapull is its ability to turn around 
ing firms battled the problems of rock, sleeping sickness, non-stop in narrow areas like this 30 ft. single track roadbed cut. 
malaria, and impure water. Over 7,000 hand laborers «& ' “i od 
toiled day after day to push the track forward a rail eee a Sa <u > sit 
length at a time. Despite this great force, the project OT i Se ee 
wasn’t completed until 1928— 25 years after its start. 


25 machines faster than 7,000 men 
Today, a 300 mile extension of this first major railroad 
line in western Africa, has been started. It will connect 
with the Congo-Tanganyika line and give equatorial 
' Africa its first transcontinental railroad. But now, instead 
of 7,000 laborers, 25 high-speed scrapers and tractors on 
tubber are doing all the earthmoving. Instead of 46 miles 
of track a year, the present contractors will put in 150 
| miles a year. Societe Continentale et Coloniale de Con- 
struction (SOCOL) and Auxeltra Beton, both of Leopold- 
‘ville, are handling their 2,000,000 yard half of the 
project with 8 Tournapull-Scrapers and 10 LeTourneau- 
Westinghouse Tournatractors. The other half is being 
handled by the B.C.K. Company of Elisabethville, with 
4 Tournapull-Scrapers and 3 Tournatractors. 


Flick of dashboard switch starts turn, Prime-mover swings under power to 
form 90° angle with scraper, Machine turns easily within its own length. 


Electric controls simplify training 

All firms report a great saving in labor costs, Laborers 
fecruited from some of the same areas which supplied 
the 1903-28 project are operating the machines. These 
men had no previous experience on operation of earth- 
moving equipment, yet their training took only a few 
days. Today — thanks to simple “push-button” electric 
control systems — they are moving earth at a rate similar 
to that set by fully-experienced operators. Each Tournapull 
—on typical 1800 ft. cycles — loads, hauls and spreads 
100 cubic yards of earth per hour. 


This extremely important feature allows contractors to save time and money 
because they need not excavate wide turn-around areas at sides of cut. 


For lower-cost contract grading it will pay you in time 
and money to call in contractors with LeTourneau-West- 
inghouse machines. Tournapulls also can help you on 
your own maintenance and construction dirtmoving. Let 
us arrange a demonstration for you. Write for details. 

Tournatractor — Tournapull—Trademark Reg. U.S. Pat. Off, TP-755-RR 


LeTourneau -WESTI NGHOUSE Company 


Peoria, Illinois . 
~— Tournapull begins to straighten out for push-loading by Tournatractor (in back- 
A Subsidiary of Westinghouse Air Brake Company ground). Scraper bowl carries 16 heaped yards per load. 





Prevent premature tie failure 
with Koppers 
Tie-Sealing Compount 





eas aoe ada 


Tie partially coated with Koppers Tie-Sealing 
Compound. Splits and cracks are being filled in 
and sealed up, thus protecting tie against decay 
and premature failure. 








Koppers Tie-Sealing Compound is adding years of service to these bridge ties. Covering of 
fine stone provides a tie surface that is well protected against the danger of costly fire. 


4 FIND OUT exactly why ties fail prema- 
turely, a leading railroad recently studied 
400,000 defective ties. The conclusion: over 
fifty per cent of the ties which failed were 
victims of mechanical damage and weather 
. .. primarily splitting or plate cutting. 
This is proof that Koppers Tie-Sealing 
Compound is badly needed. This specially- 
processed coal-tar coating fills in and seals 
up the natural checks and splits in the tie 
and prevents further splitting and checking. 


te 
KOPPERS 
vW 


® 
Tar Products Division, Pittsburgh 19, Pennsylvania 


Unless thus protected, grit, ice formations 
and weathering, accentuated by the impact 
of heavy traffic, make these openings grow 
larger and deeper to bring on premature 
failure. 

Koppers Tie-Sealing Compound reduces 
the number of casualties resulting from 
plate cutting. It forms a protective barrier 
around the tie plate—a barrier that keeps 
out grit and other foreign matter that ac- 
celerate the tie-cutting action. 


Koppers Tie-Sealing Compound is com- 
pletely compatible with creosote; it “works 
with” creosote to provide extra protection. 
Based on actual experience, this protective 
coating will increase the service life of 
bridge or crossties by at least five years. For 
full information, write Koppers Company, 
Inc., Tar Products Division, Pittsburgh 19, 
Pennsylvania. 


DETAILS AND PRICE INFORMATION ON REQUEST 


TIE-SEALING COMPOUND 


KOPPERS COMPANY, INC. 


DISTRICT OFFICES: Boston, Chicago, Los Angeles, New York, Pittsburgh, and Woodward, Alabama 
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DEMOUNTABLE STEEL WHEELS 
FOR EVERY TRACK CAR 


Every Fairbanks-Morse demountable steel 
wheel conforms to one standard of quality 
— the highest! 


Every step fram sheet steel purchase to 
finished wheel is under Fairbanks-Morse 
control and inspection. Every wheel is cold- 
formed in our own plant, on our own 
presses using our own modern dies... 
machined and finished to a design of sim- 
plicity and strength. 


This control of quality is your assurance: 
that F-M wheels are the sturdiest track car 
wheels on the rails today! 


When you need replacement wheels in 20”, 
16” or 14” sizes, standardize on quality 

. standardize on Fairbanks-Morse steel 
wheels for longer life. Fairbanks, Morse 
& Co., Chicago 5, Ill. 


® FAIRBANKS-MorRsE 


a@ name worth remembering when you want the best 





RAIL CARS AND RAILROAD EQUIPMENT © DIESEL LOCOMOTIVES AND ENGINES ¢ ELECTRICAL 
MACHINERY © PUMPS @ SCALES © WATER SERVICE EQUIPMENT © HAMMER MILLS ¢ MAGNETOS 
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Subject: Formula for Success 


Dear Do you want to be successful in your job? If your answer is “yes”—and 
you are completely in earnest—the greatest danger you face is getting 

R d into a rut. It has been said that a rut is a grave open at both ends, and no 
eacers: truer statement has ever been made. Anyone who allows himself to be- 
come firmly fixed in a rut will discover eventually that his hopes for 
further advancement in the business world have suffered a death blow. 


What makes this problem so perplexing is that a person may have 
allowed his thinking to become channelized without being aware of it. 
This can happen because we must, to some extent, live our lives by habit 
and routine. If we didn’t do some things this way—dressing, shaving, 
eating, getting to and from work, etc —if we had to think out each indi- 
vidual move, life would quickly become intolerable. 


So it is with companies and other organizations as well as with indi- 
viduals. Practical considerations require that, to a large extent, organiza- 
tions of any kind function in accordance with established methods and 
procedures. Otherwise, for instance, railroad maintenance-of-way de- 
partments would be unable to do their work with any degree of efficiency 
or effectiveness. 


With the activities of individuals and organizations thus determined 
largely by established precedent, it is easy to see how there would be a 
tendency for all aspects of thinking to settle into a fixed pattern. This is a 
normal human tendency but it can be fatal for companies and individuals 
who are up against competitive situations. For you can always be sure 
that plenty of people will be successful in avoiding the trap. Driven by 
ambition or a desire to excel, they manage to keep pushing forward all 
the time, while their less ambitious or more complacent colleagues go on 
doing things in the same old way. 





This explains why some people advance faster and farther than others, 
and why some maintenance-of-way departments gain reputations for being 
“progressive,” while others are classed as “conservative” or “backward.” 
There is a risk, of course, in getting into unchartered waters, but even 
greater danger lies in wait for those whose aim in life is to “play it safe.” 
The rut they inhabit might indeed prove to be a grave for their hopes of 
success. 


There is another consideration that makes this problem more difficult 
now than ever before. There was a time when progress in industry gen- 
erally, and in maintenance of way in particular, occurred at a snail’s pace. 
Under such conditions, a person or a company could lag a little behind 
the rest and still not get into difficulties. 


Not so today. Technological progress is occurring so rapidly that new 
methods or equipment are sometimes obsolete even before they have been 
generally adopted. That’s why we can’t permit ourselves to fall into a 
rut even temporarily; when we climb out it might be too late to catch up 
with progress. MHD 
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"WE BOUGHT OUR Second ORTO a 


BECAUSE... 


“The ORTON crane delivers more actual hours ‘on-the- 
job’ work than any crane we've ever owned!” 

(One reason is that an ORTON is so easily maintained. 
With all its modern developments, ORTON cranes have 
not sacrificed easy access to working parts.) 

Don’t overlook that an ORTON not only delivers more 
working hours, but, Air-operation and 


Fugue Corll 
makes operating 


hours less fatiguing to man and 

machine! The efficiency of patented 

power-through-fluid Torque-Control 

ORTON is unapproachable by even the most 
complicated mechanical or electrical 

CRANE AND SHOVEL CO. systems. Torque multiplication is 


608 S. DEARBORN ST., CHICAGO 5, ILLINOIS always and instantly at the exact 
load requirement. 


Send for a list of ORTON purchasers who have bought three or more cranes since the application 
of Torque-Control. We wont you to bose your decision on the testimony of ORTON owners. 





Cnow Blower’ 





Easy to lnstall- Easy to Maintain + Safe and Economical to Operate 


ADAPTABLE TO REMOTE CONTROL 


' ELIMINATES THE NEED FOR MANUAL 


ATTENTION DURING SNOW STORMS 
The RACOR SNOW BLOWER is a mechanical de- 


vice designed to keep switches clear of snow by the 
use of intermittent blasts of compressed air. Simple 
in construction, it consists of a source of compressed 
air, an air filter, an anti-freeze injector, a cycling 
tank, an air switch, an air valve and two manifolds 
equipped with adjustable nozzles. 


SOURCE OF AIR SUPPLY 

The compressed air can be supplied either from a 
small individual compressor for a particular switch 
or from a larger compressor with sufficient capacity 
to serve several switches; or from a central source 
of supply. The manifolds are attached to the stock 
rails of switches in such a manner that there is no 
interference when the switch points are thrown. 


HOW IT WORKS 
The air passes through the filter, the anti-freeze in- 
jector, the cycling tank and then through connecting 


pipes into the manifolds. The air speed created by 
the blowing cycle, at a rate of approximately sixty 
miles an hour, removes snow, dirt, etc., out of the 
opening between the switch points and the stock 
rails. The air switch is set to operate the air valve 
when predetermined pressures are reached in the 
cycling tank. This cycle is continually repeated and 
can be varied within certain limits, but the usual 
cycle develops a blowing time of about one-tenth 
of the time of the cycle — the blowing taking about 
four seconds with the cycling tank re-charging in 
about thirty-six seconds. This timing was found to 
be adequate to keep a switch clear of snow during 
a total snowfall of 64!/2” in six days, with an ait 
supply of approximately 100 p.s.i. 


Electric cycling can be substituted for pneumatic 
cycling by using an electric timing device that con 
trols a solenoid valve. This timing device, when 
employed, is connected directly to the air supply 
and will eliminate the use of the cycling tank. 


RACOR engineers will gladly recommend the typ 
of cycling best suited for any particular locatic 
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ADVANTAGES OF RACOR SNOW BLOWER 


The RACOR SNOW BLOWER has many advantages, the more im- 
portant being: Extremely low operating costs — by far the lowest of 
any other snow removal method. No melted snow, hence no problem 
of drainage or icing or necessity of removal of ice formed from melted 
snow. No flame to blow out from high winds or passing trains. No 
danger of fire as a result of leaking oil from tank cars or from diesel 
engines that might stop over switch. No chance to burn up ties or 
insulation. If desired, the RACOR SNOW BLOWER can be operated 


by remote control. 


Foreign matter such as dirt, sand and top soil which might blow into 
the switch with snow, is blown out and not left as a residue, as is often 
the case when snow is melted through heating methods. The introduction 
of alcohol in atomized form through the anti-freeze injector, combined 
with the effect of blowing dry compressed air has proved very effective 
during sleet and freezing-rain conditions. 


SAFETY 


Safety is perhaps the most important advantage of all, as employees 
are not required to manually clear switches under traffic during snow- 
storms, usually the period of poorest visibility. 


WRITE FOR DESCRIPTIVE LITERATURE 


Brake Shoe 


RAMAPO AJAX DIVISION 


109 North Wabash Avenue, Chicago 2, Ill. 


America's most complete line 
of track specialties 


RACOR SNOW BLOWERS 
RACOR STUDS 
RACOR TIE PADS 
AUTOMATIC SWITCH STANDS 


TYPE M & MJ 
VERTICAL SWITCH RODS 


SAMSON SWITCH POINTS 
SWITCH POINT LOCKS 
RAIL LUBRICATORS 
ADJUSTABLE RAIL BRACES 


DEPTH HARDENED 
MANGANESE STEEL CROSSINGS 


REVERSIBLE MANGANESE 
STEEL CROSSINGS 


MANGANESE STEEL GUARD RAILS 


MANGANESE STEEL SWITCH POINT 
GUARD RAILS 


Sales Offices: 
New York, N. Y.; Buffalo, N. Y.; Cleveland, Ohio 
St. Louis, Mo.:; Houston, Texas; Denver, Colo 
San Francisco, Cal.; Niagara Falls, Ont., Canada 
Plants: 
Chicago Heights, Iil.; E. St. Louis, Iil.; Buffalo 


N. Y.; Superior, Wis.; Pueblo, Colo.; Los Angeles 
Cal.: Niagara Falls. Ont.. Canada 








































































































































































































W72 SERIES A OIL SPRAYER is a compact, efficient 
unit which requires a minimum crew for operation. 
Applies clean, heated oil, under pressure, to both 
sides of angle bars. Fast track removal; four-cycle, 
single-cylinder engine; thirty-gallon tank capacity. 





W6I SERIES B OlL SPRAYER is a 
versatile unit which incorporates the 
heat and pressure method. Four-cycle, 
single-cylinder engine; . seventy-gallon 
fank capacity; special spray nozzles. 
Also adaptable for weed spraying. 


You'll find the answer at Aeéaspnone 


It is significant, we think, that Fairmont—and Fairmont 
only—has devoted its skill and experience exclu- 
sively to the field of railway maintenance. For it is 
this singular devotion that has enabled Fairmont to 
so consistently show the way in building better, more 
efficient maintenance products. And as evidence of this 
leadership, we offer the two pieces of Fairmont equip- 
ment illustrated above. They are the W61 Series B 
and the W72 Series A Oil Sprayers . . . almost uni- 
versally recognized and accepted as the standards of 
operation in the area of rail lubrication. To be sure, 


FAIRMONT RAILWAY MOTORS, 


these units differ in their size, in their capacities and 
in their cost. But each is the result of the most scien- 
tific design . . . of the most comprehensive field-testing 

. and of the most careful craftsmanship and con- 
struction in the industry. If you are currently con- 
sidering the purchase of new rail lubrication equipment, 
we urge you to study the brief descriptions of these 
units . . . and to contact us for further, more detailed 
information. You will find either a typical example of 
Fairmont leadership—and of the kind of “on-the-job” 
performance that has made Fairmont first in maintenance! 


INC., FAIRMONT, MINNESOTA 


MANUFACTURERS OF INSPECTION, SECTION AND GANG CARS, HY-RAIL CARS, MOTOR CAR ENGINES, PUSH CARS AND TRAILERS, WHEELS, AXLES AND BEARINGS, 
BALLAST MAINTENANCE CARS, DERRICK CARS, OIL SPRAY CARS, GROUTING OUTFITS, TIE RENEWAL EQUIPMENT, RAIL RENEWAL EQUIPMENT, WEED CONTROL EQUIPMENT. 
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PN TO oe isi ed a bis See ee a ee 


A resumé of current events throughout the railroad world, prepared at 
press time by the RT&S staff. 


“OG TTI oo. 6h ss Si Sid wate asin od oe see eee ae 


M/W men can't afford to fatl into a rut even temporarily if they are to 
keep up with technological progress. 


nD GN 5 ha vcs bpacknnsweckeaneeaeeneneeemeel 


They Deserve a Fair Chance—Are Your Costs Current? 


The Maw Posted Gitte Ge oaks ok oivis occ a be Sb wes wadeeees 


. as the Pennsylvania replaces a 7-million Ib approach section on its 
Monongahela river bridge ct Pittsburgh. 


Applian VG-tn Phadbs Ot Gene a occ ic cc cccccescvccticecetse 


Tie cutting is being eliminated on the Lackawanna where 13-in plates 


are being replaced on low rails of curves. 
\ 
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Staff Report 


Mobile, Off-Track Housing for M/W Employees ....... 


Survey shows that trailer-type living accommodations for 
floating crews are replacing conventional on-track bunk 
cars on many roads. Practices in the use of such units by 
different roads follows no set pattern. Some have both 
self-contained and special-purpose types; others use only 
self-contained units—still other variations in practice exist 
too. A cross section of current practice is presented in this 
report with typical examples. 
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Sarta Fe's ultrasonic rail defect detection—GE obstacle course for loco- 
motives—Caterpillar parade for the press. 
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Subdrainage vs. grouting—Protecting swinging doors—Splitting of box- 
heart ties—Using intertrock space for material—Salvaging underground 
pipe. 
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Keep Brush Down the 
Economical Hoven BOGLE Way... 


Chemical control of brush has come into its own. On road after road, the savings 


have been substantial over other methods. One of the pioneers in the successful 
application of brush killer, the Bogle organization has the right kind of chemicals 
for treating brush, men who know how to apply them and a fleet of modern, up- 
to-the-minute spray cars. You are free to draw on the wealth of experience we have 


accumulated in the treatment of a wide variety of brush conditions. 


We shall gladly work out a program with you based on your own conditions and 
covering brush or weed applications, or both. 


The R. H. BOGLE Company 


Soe nA eet A, OUVCA CC. 
Memphis. Tenn 


COMPLETE WEED and BRUSH KILLING SERVICE 
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Editorial Opinion 


They Deserve a Fair Chance 


How often have you overheard con- 
versations that go something like this: 

“Did you try out that new gadget I 
sent you the other day?” 

“Yes, but it didn’t work out.” 

“What do you think we should do 
about it?” 

“Nothing. It doesn’t fit our needs or 
conditions, so I recommend we forget 
all about it.” 

New products or devices of one 
kind or another—many of them quite 
revolutionary—are constantly being 
offered for the use of maintenance of 
way and structures departments. A 
portion of them will doubtless prove 
to have merit; others will be found to 
be unsuited for railroad service. But 
all of them deserve a fair trial before 
being accepted or rejected. 

It is true that most maintenance-of- 
way departments are constantly ex- 
perimenting with new products. The 
important question is whether the 
tests are of such a character or scope 
as to show what the product can 


really do. Suppose it doesn’t perform 
too well in a single test. Why did it 
fail? Was it improperly used or in- 
stalled? Were the results appraised in 
an objective manner? Is it possible 
that good results could be obtained 
under different conditions or at an- 
other location? 

Until these questions have been 
asked—and answered satisfactorily— 
a definite decision to discard the 
product under test is premature. 

It might be interesting to speculate 
on the number of meritorious prod- 
ucts that have been rejected because 
they didn’t perform well when tested 
in a haphazard manner or uuder im- 
possible conditions. Such speculation, 
however, would accomplish no useful 
purpose. The fact is that when a new 
development is rejected after only 
perfunctory use or testing, we are not 
only doing a disservice to others but 
very possibly to ourselves as well be- ~ 
cause actually it may have consider- 
able merit. 


Are Your Costs Current? 


Generally speaking, cost data avail- 
able to railway maintenance officers 
from the division level upward be- 
come available two to six weeks or 
more after the work is completed. 
Such data, which might be termed 
“historical,” provides little informa- 
tion usable for anything but a “post 
mortem” review of work already ac- 
complished. They are unsuitable for 
current use in pointing up danger 
signs from loose or uneconomical 
practices that may be consuming 
maintenance dollars today. 

One of the crying needs of modern 
railroad technology is an adequate 
“live” cost-accounting system which 
will detect the leaks of maintenance 
dollars as they occur. What independ- 
ent contractor or business could or 
would long remain solvent without 
such a live accounting system? The 
contractor’s solvency is based on an 
intimate knowledge of production 
capacity, operating costs and effi- 
ciency of each man and machine in his 
organization. He knows that he can- 
not afford to be wrong, so he keeps 


cost figures that are continually cur- 
rent. With such information at his 
fingertips he is able to nip uneconomi- 
cal practices before they eat up his 
profits. 

Today maintenance dollars are 
even harder to come by than contrac- 
tor’s profits. Any reasonable steps 
which can be taken to conserve them 
can be justified. Traditional railway 
accounting practices were designed to 
suit the needs of the ICC whose pri- 
mary interest lies in the history of 
operations. Such figures do not lend 
themselves to preparation of the run- 
ning data required for cost-account- 
ing purposes. 

Because of the new technologies in 
maintenance operations and the ever- 
mounting price of labor, full value of 
the maintenance dollar is becoming 
more and more dependent on up-to- 
the-minute records of actual field pro- 
duction and costs. 

A few roads are setting up the 
necessary machinery for securing 
this information. More of them 
should be doing it. 
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Seven Million Pounds of Bridge on the Move as... 


... The New Pushes Out the Old 


@ Using heavy jacks and double- 
drum hoists, the Pennsylvania was 
able to replace a giant approach 
section to its Monongahela River 
bridge at Pittsburgh, Pa., in only 
two hours. 

The old section and its new re- 
placement, having a combined 
weight of 3,500 tons, were iacked 
up and rolled laterally some 60 
ft with the new section actually 
pushing the old one out of the way. 
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The replacement was made nec- 
essary by the construction of a 
final segment of Pittsburgh’s Penn- 
Lincoln Parkway, running through 
the downtown section of that city. 
The parkway is to run along the 
bank of the river beneath the PRR 
bridge along an alinement formerly 
occupied by Baltimore & Ohio 
tracks. It was necessary to relocate 
the B&O tracks to a point farther 
back from the river where they 


would run under the approach sec- 
tion to the PRR bridge. However, 
relocation of tracks to that point 
was complicated by the fact that 
columns supporting the existing 
deck-plate girder bridge prevented 
running the tracks under it. 

It was decided to replace the 
existing approach section with a 
new structure providing a combi- 
nation of through and deck-plate- 
girder spans, with new concrete 
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pier supports relocated to permit 
passage of the tracks. 

The new section, already fabri- 
cated, was delivered to the site 
and erected alongside the old sec- 
tion. Twelve special tracks were 
built running transversely beneath 


the approach section. Falsework on 
which to erect the new structure 
was built on platforms which in 
turn rested on steel rollers placed 
on the transverse tracks. In erect- 
ing the new section, space was 
made available for locating 64 


Here's How It Was Done... 


NEW SECTION was erected on rolling falsework alongside existing structure. B&O 
tracks in foreground will be relocated to run under new spans. New highway is to 
occupy present alinement of tracks, making the relocation necessary. 


ON THE MOVE—New section was pulled in, the old pushed 
out, on transverse tracks using steel rollers. 
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Duff-Norton 50-ton and 75-100-ton 
jacks for use in lowering the struc- 
ture onto its supports once it was 
in place. 

After the new section was com- 
pleted alongside and ready to roll 
in, the old segment was jacked up 
with 58 Duff-Norton ball-bearing 
screw jacks placed on platforms 
over rollers on the transverse 
tracks. With the section being sup- 
ported by the jacks, the column 
supports were cut, thereby freeing 
the structure for movement. Two- 
inch cables from three double- 
drum hoists were then run under 
the old section and attached to 
the roller platforms on the new 
structure. 


Rolled Into Place 


The two structures were then 
rolled along the transverse rails 
with the new section moving into 
place and, at the same time, push- 
ing the old section out. The initial 
move was one foot, and the longest 
move in the operation was 4 ft. 
For making fractional lateral ad- 
justments at specific points, jacks 
were placed horizontally against 
blocking on the tracks, rather than 
using the cable hoists. 

When the new structure was 
situated properly over its concrete 
piers, it was raised so that false- 
work members could be removed, 
then was lowered into place on 
the piers. The railroad tracks were 
connected at both ends of the 
new approach section. 

The project, carried out by Eich- 
leay Corporation, Pittsburgh, cost 
$600,000. During the entire project, 
railroad traffic was interrupted for 
a total of only about 8 hr. 


HEAVY JACKS were used to raise structure so falsework 
could be removed; then it was lowered onto new piers. 
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Tie Cutting Stopped After... 


TIE CUTTING is evident on low side of curve on No. 1 main track 
where standard plates have been in use. 


NO CUTTING has been experienced on No. 2 main track where 


16-in plates have been in service over a year. 


... Applying 16-in Plates on Curves 


e@ Outward cant of rails on curves, 
causing excessive tie-plate cutting, 
has been a serious problem on 
many roads. Among these is the 
Lackawanna which has experienced 
considerable difficulty with plate 
cutting on the low rails of curves 
of 2 deg or more along its heavy- 
traffic main line, particularly on 
heavy ascending grades. 

To cope with this situation the 
road is replacing standard 13-in 
double-shoulder plates on the low 
sides of these curves with 16-in 
high-eccentricity plates. The in- 


How They Look... 


TOP of plate is displayed by roadmaster G. E. Harbaugh. 
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stallations are being made on 130, 
131 and 132-lb rail along the dou- 
ble-track Hoboken-Buftalo _ line. 
This year a total of 46,186 of the 
new plates will be installed. The 
work is being done as part of a 
continuing program that was 
started in 1952. By the end of this 
year a total of 269,500 of the 16-in 
plates will be in service. Future 
plans call for application of at least 
310,000 more. 

The 16-in plate was developed 
by G. A. Phillips, chief engineer of 
the Lackawanna, in cooperation 


és 


with the research staff at the AAR’s 
Engineering Division, and has been 
adopted as recommended practice 
for use on curves by the AREA. It 
was designed especially for reduc- 
ing plate cutting on curves where 
lateral forces cause rails to cant 
outward badly, requiring frequent 
re-adzing of ties and regaging. The 
plates can be used on either or both 
the high and low rails, depending 
upon individual conditions; how- 
ever, the Lackawanna is having 
trouble with plate cutting only on 
the low rails. The road reports that 
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BOTTOM has 3/16-in deep ribs in diamond (waffle) pattern. 
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How They’re Installed... 


z, 


~ 


(1) SPIKES are removed by Nordberg 


spike-pulling machine. 


Lackawanna is replacing standard 13-in double- 
shoulder tie plates on low rails of curves with 16-in 
high-eccentricity AREA plates. Plans call for applying 
the new plates on all curves of 2 deg and more along 
the road's double-track main line between Hoboken, 
N. J., and Buffalo, N. Y. This year a total of 46,186 
plates will be installed on 41 curves laid with 130, 


131 and 132-Ib rail. 


on curves where 16-in plates have 
been in service for over a year, 
there is no evidence whatever of 
plate cutting or wide gage. A re- 
cent inspection of one of these loca- 
tions, where the large plates had 
been in service since early 1954, 
revealed that the ribs on the bot- 
toms of the plates had not even 
penetrated the ties to any great 
extent. 

The plates in use on the Lacka- 


wanna (see drawing) were manu- 
factured by the Bethlehem Steel 
Company at its Lackawanna (N.Y.) 
mill. They are 7% in wide and are 
punched for one line spike and two 
hold-down spikes on each side of 
the rail. Maximum thickness is 1s 
in and the surface cant is 1 in 40. 
The bottoms of the plates have 4, 
in deep ribs in a diamond or 
“waffle” pattern. 

The 16-in plate is more than half 












































DL&W DESIGN for 16-in high-eccentricity plate is shown by these drawings. 
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(2) RAIL is lined to center of track after ‘“‘breaking’’ joint. 


More on next page ————=> 


again as heavy as its 13-in prede- 
cessor (31 lb as compared to 19 Ib). 
Most of this added weight has gone 
into that portion of the tie plate 
outside of the rail. Of the additional 
3-in length, 24 in were added out- 
side the rail and % in inside. The | 
result is that the unit pressure ex- 
erted on the tie surface outside the 
rail is reduced considerably. 


Installing the Plates 


The plates are being installed by 
20-man gangs, each with two fore- 
men. One of these gangs will apply 
the plates at the rate of about 700 
per day. A variety of mechanized 
equipment is being used for the 
work, including a Nordberg spike 
puller, a Nordberg adzing machine, 
a Fairmont tie borer, a Fairmont tie 
sprayer, and a Nordberg spike 
hammer. 

In changing out the plates on the 
low rail of a particular curve, the 
bars are removed from a joint at 
one end of the curve. While this is 
being done, spikes are pulled out- 
of-face as far around the curve as 
arrival time of the next train will 
permit. From that point on the 
spikes are pulléd only “safe.” As 
spikes are pulled a crew of men 
follows behind, lining the rail to 
the center of the track. Old plates 
are then removed and any high bal- 
last in the tie cribs is “knocked 
down” with ballast forks. 

Next, all spike holes are plugged, 
and the ties are machine adzed to 
accommodate the larger plate and 
remove any unevenness in the tie 
surface. Behind the power adzer 
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How They're Installed... 


fe. 


(5) NEW PLATES are applied after surface is creosoted. 


the tie-spraying machine treats the 
adzed surface with creosote. The 
new plates are then placed and the 
rail lined back into position. As the 
rail is gaged into place, spike holes 
are bored with the tie-boring ma- 
chine. To complete the job, two line 
and one hold-down spikes are 
driven into each tie by the power 
machine, and the joint bars are re- 
placed on the end of the curve. 
Standard _ reinforced-throat cut 
spikes are used for both line and 
hold-down functions. 

The work is being carried out 
under the direction of Mr. Phillips 
and under the general supervision 
of R. F. Bush, engineer mainte- 
nance of way, and J. A. Pollard, 
assistant to engineer of mainte- 
nance of way. 
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(7) SPIKING is done by machine driving one hold-down and two line spikes. 
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For M/W Employees... 


Mobile, Off-Track Housing 


Survey shows that trailer-type living accommodations for floating 


crews are replacing conventional on-track bunk cars on many roads 








These Questions Answered 


Why this sudden interest in the use of mobile, off-track housing for M/W 
employees? 


Just what advantages are there in the use of house trailers for accommodating 
M/W employees as compared with conventional bunk cars? 


What advantages, if any, are there in the availability of mobile, off-track housing 
during emergencies such as washouts or derailments? 


What precedent is there for the use of off-track, mobile housing units under such 
conditions as exist on the railroads? 


When and by whom were off-track trailers first used for housing railroad 
employees? 


Are basic changes taking place in M/W practices that are helping to stimulate 
the use of mobile, off-track housing? 


To what extent and for what types of personnel are mobile, off-track housing 
units now in use on the railroads? 


Are trailers available that are designed to meet the specific needs of railroad 
service? 


Is it important that trailers be purchased which incorporate high quality materials 
and workmanship? 


How is the transportation of mobile, off-track housing units handled? 


. What governmental regulations must be observed in the use of mobile, off-track 
housing? 

Do employees who live in mobile, off-track housing units like them better than 
conventional bunk cars? 


Where work crews are trailerized, how are materials and supplies transported 
when the outfit is moved from one location to another? 


“NEW LOOK” in employee housing and. . 
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. « « A CAMP of conventional bunk cars. 


@ A switch is taking place from on- 
track to off-track housing for main- 
tenance of way and structures em- 
ployees. It is true that this move- 
ment has just begun, but there are 
many who believe it will gain mo- 
mentum as the roads acquire ex- 
— with mobile, off-track 
ousing. 

This experience to date is rather 
meager. There are some roads that 
have not had any at all. There is 
quite another group in which indi- 
vidual lines are just becoming in- 
terested and perhaps have pur- 
chased a number of trailers for ex- 
perimental purposes. In still an- 
other group, admittedly small, off- 
track housing units are being 
acquired in accordance with defi- 
nite programs. These programs may 
encompass either a portion or prac- 
tically all of the floating forces. 

Whatever the experience of indi- 
vidual roads may be there is a need 
for more information about the use 
of trailers for housing M/W em- 
ployees. That is why the report 
on these pages has been prepared. 
The information for it has been ob- 
tained largely through personal in- 
terviews with maintenance officers 
on roads using trailer housing, al- 
though much useful information 
has also been contributed by the 
manufacturers. 

Much of this information is pre- 
sented in the form of composite 
answers to the questions listed on 
this page. 

In addition, to show how dif- 
ferent roads are using trailers, three 
“case histories” are presented, each 
based on the practices of an indi- 
vidual line. These examples repre- 
sent a cross-section of typical prac- 
tice, and clearly indicate the possi- 
bilities inherent in this new form of 
housing. 
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RICHARDSON HOMES CORPORATION 
Elkhart, Indiana 


Please send intormation on 
your Off-Track Housing Units 





Address 





City Zone — State 








for Off-Track Housing 


Whatever your needs RICHARDSON has a model to meet your requirements! 


Get the complete facts on RICHARDSON mobile 
units for Off-Track Housing. Fill out the conven- 
ient coupon and mail it today. 
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The Trend to Trailers... 


Q. Why this sudden interest in the 
use of mobile, off-track housing for 
M/W employees? 


A. The answer to this question 
has its origin in the simple fact that 
much of the repair work done on 
tracks and structures must, of neces- 
sity, be performed by gangs that 
move from place to place. Tradi- 
tionally, these gangs have been 
housed in so-called bunk or camp 
cars consisting largely of made- 
over box cars, coaches, baggage 
cars or sleepers. 

Such equipment has been in use 
practically as long as the railroads 
have been in existence. The quality 
of the accommodations afforded by 
it vary over a wide range, but what- 
ever else may be said in this re- 
spect about bunk cars it is only fair 
to state that they have provided the 
railroads with a practical means of 
housing pe work crews. The 
equipment could be spotted on a 
convenient side track, or one was 
built if necessary, and when the 
camp had to be shifted from one 
location to another the equipment 
could be transported over the rails 
in regular trains or in a special 
movement. As long as no alterna- 
tive form of mobile housing was 
available, very little thought was 
given to the disadvantages of the 
track-bound equipment. 

But times have now changed. 
The use of highway vehicles for 
transporting men, material and ma- 
chines used by M/W forces has be- 
come commonplace. Use of the 
highways for this purpose has 
proved to have many advantages, 


. .. and the why and how of it explained by questions 


and composite answers based largely on interviews 


with railway maintenance-of-way officers. 


and establishes a precedent for the 
use of housing units that may also 
be moved by highway. 

While the trend toward the use 
of highway vehicles was occurring 
on the railroads, the public in gen- 
eral was exhibiting great interest 
in the so-called house trailer, a 
small, compact home on wheels 
which could be hooked behind the 
family car and transported at will. 
At first the house trailer was con- 
sidered strictly a novelty item, 
something to be purchased by only 
well-to-do people for use primarily 
on vacation or outing trips. 

It took the war, and its after- 
math, to change all this. People 
such as construction workers whose 
occupations took them from place 
to place suddenly discovered that 
the house trailer offered welcome 
relief to the problems of family 
separation and housing they had 
long considered part of the job. 
With a house trailer they could 
take their families with them, even 
into remote, undeveloped areas. 
What’s more, they could live in 
relative comfort and need no longer 
endure the drab accommodations 
afforded by rooming houses or tem- 
porary shelters. 

What gave the development real 
significance was its rapid growth. 
Following the war, large numbers 





There Are Two General Types 


When discussing the use of house 
trailers in railroad service it is convenient 
to classify them into two general types 
as follows: 

Self-Contained Trailers—These have 
all the facilities generally associated with 
a complete modern home, the only differ- 
ence being their relative compactness. 
Conventional trailers as manufactured for 
sale to the general public are of this 
type. The typical unit, as delivered by 
the manufacturer, contains a living room, 
kitchen and dining space, bath and toilet 
facilities and sleeping accommodations. 
There is a cook stove, a refrigerator, a 
sink, a space heater, a hot-water heater, 
and other appointments in the more ex- 


pensive models. These trailers are avail- 
able in overall lengths ranging from about 
15 ft. to slightly more than 50 ft. 
Special-Purpose Trailers—In trailers 
of this type, each unit serves a special- 
ized function such as cooking, dining or 
sleeping—or perhaps the cooking and 
dining functions may be combined in a 
single trailer. The kitchen trailer may 
have living quarters for the cook. Trail- 
ers of the special-purpose type come into 
the picture when the gang to be accom- 
modated gets above a certain size, say 4 
or 5 men. Combinations of special-pur- 
pose trailers can be worked out for 
housing gangs of any size that may be 
encountered in railroad service. 
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of people and families found it 
necessary to migrate from one 
place to another wherever their 
jobs took them. The house trailer 
provided an ideal answer to the 
housing problem. One or more 
trailer communities grew up in or 
around nearly every city of any 
size. More people began to buy 
trailers for vacation use, and it be- 
came popular for retired persons to 
acquire them for permanent living 
quarters, moving about with the 
changing seasons or for other rea- 
sons. 

One estimate is that approxi- 
mately 2 million persons now live 
in trailers. To meet the demand for 
mobile homes, nearly 200 compa- 
nies are now in the business of 
manufacturing them. 

House trailers have: thus become 
an accepted mode of shelter for ° 
people who find it necessary or de- 
sirable to move about frequently. 
It is only natural, therefore, that 
the question should arise whether 
this form of housing has advan- 
tages for use by railroad M/W em- 
ployees. 


What Are Their Merits? 


Q. Just what advantages are there 
in the use of house trailers for ac- 
commodating M/W employees, as 
compared with conventional bunk 
cars? 


A. “If my company would give 
me authority to buy 100 house 
trailers, we could dump them in the 
river after two years—and still be 
ahead.” 

So spoke an engineering officer 
of a large road. What he meant was 
that the trailers would more than 
pay for themselves in two years 
through estimated savings in the 
cost of doing work. The savings, 
he said, would come about because 
the trailers could be spotted closer 
to work sites than the bunk cars 
now being used. Thus, travel time 
would be reduced and work time 
increased correspondingly. 

This comment was made with 
bridge-repair gangs particularly in 
mind. However, the same principle 
applies more or less to practically 
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MORRISON International CAMP CAR 


A complete MOBILE CAM 


| 
railroad work-crews- Easily 


can be used at or away 


HERE’S WHAT MORRISON INTERNATIONAL CAMP CARS 
MEAN IN SAVINGS TO YOU. You can actually house 8 
men for less than the usual hotel allowance for ONE. 
Save travel time and portal-to-portal pay by spotting 
crew and Camp Car at site of work. 


COMBINATIONS OF UNITS WILL ACCOMMODATE ANY SIZE 
CREW. Self-containment features make it possible for 
two to fifty or more men to live entirely independent 
of utilities and servicing for a week to ten days. 


BUILT BY RAILROAD MEN TO SERVE RAILROAD NEEDS. 
Engineered and constructed to withstand rough off- 
the-highway travel, easily towed to site by any type of 
mobile equipment. All utilities provided with safety 
devices. Entrance and exit at each end of car. Entire 
unit insulated to withstand extreme hot or cold out- 
side temperatures. 


MORRISON INTERNATIONAL CAMP CARS ARE ALREADY 
IN SERVICE ON SIX LEADING TRUNK LINE RAILROADS! 
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P for traveling 
towed to site ~ 
from city utilities. 


AVAILABLE IN THESE STANDARD MODELS 


© 2 to 5 Man, Complete Living Facilities 


* 8 Man Dormitory with Complete Sanitary 
Facilities and Shower 


¢ 8 Man Combination Kitchen, Dining and 
Recreation Car 


¢ Complete Kitchen Car with Living for 2 


e Dining and Recreation Car, Accommodates 
up to 22 


¢ Office or Tool Car with Living for 2 


Special Interior Layouts can be designed 
for your specific needs. 


WRITE FOR BROCHURE 


INTERNATIONAL EQUIPMENT DIVISION 


“ = suPPLY CORP 


1437 Bailey Avenue, Buffalo 12, N. Y. 
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every other type of floating gang 
used on the railroads. 

The man making the statement 
was basing his evaluation of trailers 
solely on the one factor—reduced 
travel time. He did not consider it 
necessary in this particular case to 
take into consideration any of the 
other factors having a bearing on 
the use of house trailers. The fact 
is there are other important con- 
siderations. One of these has to do 
with the cost, delays and other dif- 
ficulties in transporting conven- 
tional bunk cars. An engineering 
officer of a large railroad making 
extensive use of trailers puts it this 
way: 

“Like other railroads we make it 
a practice to transport bunk cars in 
regular trains. As we went more 
and more to diesel power, our 
freight trains became longer and 
fewer. Of course the fact that we 
were running fewer freight trains 
made it more difficult to move bunk 
cars when we wanted to. But that 
wasn't the principal trouble. Some 
of the older bunk cars were not too 
well maintained and when these 
were switched in at the head end 
of a long freight it was not uncom- 
mon for a drawbar to be pulled. 
When this happened, movement of 
both the bunk cars and the train 
itself was delayed. Another dif- 
ficulty is that much of our switch- 
ing is done at modern hump yards, 
and it is not practical to hump 
bunk cars, thus imposing compli- 
cations in handling them at ter- 
minals.” 

In contrast, 














































































































































off-track mobile 











L$ housing units can be moved from 
one location to another irrespective 
of train movements. When a gang 
has finished its work, or while it is 
still working for that matter, its 
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What Are the Dollar Savings? 


The basic reason for substituting mo- 
bile off-track housing for on-track camp 
cars is to save money. The big question 
is, how much do they save? And that’s 
not easy to answer. 

A top engineering officer on a road 
making extensive use of trailers stated he 
had received many requests from other 
lines for information on the amount of 
money being saved. Although he is con- 
vinced the economies ‘are large he says 
that a precise answer to the question 
can’t be made. This is because the sav- 
ings are largely of an intangible nature. 
For instance, it would be pretty hard to 
figure how much it actually costs to move 
camp cars over the rails as compared 
with transportation of trailers over the 
highways. The same applies to other 
types of savings such as those resulting 
from reduced travel time due to the 
fact that trailers can generally be parked 
closer to the job. 

At least one road, however, has made 
an attempt to estimate the savings and 
has come up with some interesting fig- 
ures. One set of these is based on the re- 
sults with an eight-man gang, and another 
set gives the results for a four-man crew. 
In its estimates this road has concerned 
itself only with the expenses incurred 
when the movement of camp cars is de- 


layed. In emergencies, when gangs are 
moved on short notice, the road is ob- 
ligated to pay for the meals and lodging 
for the men while they are at the new 
location waiting for the camp cars to 
arrive. There is also a loss of productive 
time when a delay occurs in the move- 
ment of the camp after a regular job 
has been completed. 

When trailers are substituted as hous- 
ing for an eight-man crew this road es- 
timates that the savings in meals and 
lodging in emergencies while the gang is 
waiting for its camp equipment amounts 
to $700 yearly. For a four-man gang this 
saving is estimated to be $120 annually. 

For an eight-man gang the loss of 
productive time in carrying out pro- 
grammed maintenance while the men 
are waiting to be moved is estimated to 
be 26 days a year. This is equivalent to 
$3,120, which is the saving when trailers 
are used. The equivalent saving for a 
four-man gang is 40 days annually, or 
$1,200. Thus, the total estimated saving 
on these two counts for an eight-man 
gang is $3,820 per year, and that for a 
four-man crew is $1,320. 

It is important to repeat that these 
economies are exclusive of any other 
savings, such as those that would be 
realized by having men closer to the job. 





trailers can be put on the road 
without delay. 

And, as indicated at the outset of 
this answer, they can be spotted at 
any convenient and suitable loca- 
tion close to the work site, inde- 
pendent of the availability of side 
tracks. This advantage ranks high 
in importance in the minds of engi- 
neering officers interviewed in this 
survey. There are few restrictions 
to be considered in choosing a site 
for trailers. When provided with a 
portable generator for furnishing 
electric power, trailers become 


completely self-sustaining, except 
for a water supply. But even the. 
need for a water supply does not 
impose too much of a restriction 
as water can be hauled several 
miles if necessary in the interest of 
keeping the trailers close to the 
place where the gang is working. 

The prevailing practice where 
trailers of the self-contained type 
are used is to spot them at loca- 
tions on railroad property where a 
plug-in source of power is avail- 
able. At such locations it is more 
than likely that a source of water 
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TRAILER CAMP on DT&I has three eight-man dormitory units, an office and storage unit, 


DORMITORY trailer of type used in camp 
also for foreman, and kitchen and dining trailers. These are Morrison trailers. 


at left looks like this inside. 
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is also available. Several roads that 
have equipped these torces with 
off-track mobile housing are pro- 
viding water and electric outlets, 
and sometimes sewer connections, 
at strategic locations. Lengths of 
electric cord and ordinary water 
hose, carried as part of the trailer 
equipment, will provide the neces- 
sary connections. 

However, the flexibility of spot- 
ting trailers may be enhanced con- 
siderably by providing them with 
gasoline-powered generating sets. 
This problem is, of course, solved 
automatically if the gang is as- 
signed a portable generator as part 
of its regular equipment, which is 
frequently the case with bridge and 
building crews. Another possibility 
is to furnish the trailers with oil- 
burning lamps of one kind or an- 
other for use at locations where 
electric power is not available. 


What About Emergencies? 


Q. What advantages, if any, are 
there in the availability of mobile, 
off-track housing during emergen- 
cies such as washouts or derail- 
ments? 


A. Because of the limited ex- 
perience of most roads with trailers 
to date, any discussion of this ques- 
tion must be based largely on con- 
jecture. But logic points unmistake- 
ably in the direction of important 
advantages in the use of off-track 
housing. 

Comments about this phase of 
the subject were made by a top 
mainténance officer of a road that 
is experimenting rather extensively) 
with this type of housing. At the 
time of the conversation, his road 


HOME-LIKE atmosphere characterizes self-contained trailers. Here a two- 
man welding crew on Erie is shown ‘‘at home” in their trailer. 
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had experienced some serious dif- 
ficulties with high water, and for 
this reason he was in a position to 
speculate with some authority on 
the advantages of having house 
trailers available under such cir- 
cumstances. His opinion was that 
the use of off-track housing would 
make it possible to establish repair 
gangs much closer to the site of the 
trouble than would be the case if 
bunk cars were the only mobile 
housing available. Then too, he 
visualized the possibility of kitchen 
trailers being of particular advan- 
tage, making it possible to feed the 
men right on the spot. 

In cases where a line has been 
washed out at several locations, it 
is apparent that the availability of 
mobile off-track housing would be 
of particular advantage, because 
bunk cars cannot be brought closer 
to the work than the first washout 
encountered. It might be pointed 
out that highways are also apt to 
be washed out; even so, it would 
not be too much to expect that 
alternative routes could be estab- 
lished in most cases. 


Plenty of Precedent 


Q. What precedent is there for the 
use of off-track, mobile housing 
units under such conditions as exist 
on the railroads? 


A. There is ample precedent for 
such use. Contractors in general 
have been making increasing use of 
trailers for housing their field forces 
and offices. Contractors specializing 
in the construction and mainte- 
nance of railroad trackage comprise 
an example of trailer use that 
comes very close to simulating con- 
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ditions found on the railroads. One 
contractor in this field started using 
trailers for housing his men nearly 
10 years ago. Only a few weeks 
ago a railroad contractor bought 30 
trailers for this purpose. 

Q. When and by whom were off- 
track trailers first used for housing 
railroad employees? 

A. A precise answer to this ques- 
tion cannot be given. On the basis 
of available evidence it seems fairly 
certain that the first trailers used 
by M/W employees were pur- 
chased by the men themselves, so 
that, when away from _head- 
quarters, they could have their 
wives with them under home-like 
conditions. 

Almost simultaneously with this 
development, the railroads began 
to show interest in acquiring trail- 
ers for the use of their employees, 
and as a substitute for bunk cars. 


Changes Set the Stage 


Q. Are basic changes taking place 
in M/W practices that are helping 
to stimulate the use of mobile, off- 
track housing? 

A. There is no doubt about it. 
The effect of the trend to highway 
vehicles for hauling men, materials 
and equipment has already been 
mentioned. What this means is that 
railroads generally do not need to 
invest in hauling units when acquir- 
ing mobile, off-track units; they are 
already available and need only be 
equipped with the necessary 
hitches for coupling trailers to 
them. 

But this is not the only reason 
why the “climate” is right for the 

(Continued on page 52) 


REFRIGERATORS are standard equipment in all units 
of this type. This is an Indian trailer. 
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Travelling welding gangs 
making repairs on Erie 
track are now housed in 
modern Indian Trailer 
units. 


Each trailer accommo- 
dates two men, is 
equipped with bottled- 
gas cook stove, electric 
refrigerator, hot water 
heater, toilet, shower, and 
oil space heater. 


Two-man Erie “megger” 
crews also are each 


ee e h * | . 
The ERIE keeps ‘em living near the job ee an Indian 
in mobile Indian Trailer units 


























TRAVELLING Erie work crews quar- dian Warrior” 31-foot tandem-axle 
tered in modern house trailers instead units which they use for this off-track 
of old-fashioned camp cars have housing are transported by company 
gained flexibility and efficiency and vehicles and are parked at stations 
overall economy for both emergency adjacent to jobs, or wherever nearest 
and scheduled track-work. The “In- water and electricity are available. 


WE invite you to investigate the 
suitability of Indian Trailer Mobile 


Homes for your work crew needs. : n DI A | 


STANDARD Indian Trailer 29-foot “Scout” or “Brave” units, T R A j L Q C Oo R e 


similar to those used by the Erie, are pictured below. Left: 
from living area looking through kitchen to bedroom. Bath- Phone: Plese 2-7200 

room is between bedroom and kitchen. Space heater in fore- 122 E. 63rd Street Chicago 37, Illinois 
ground may be either gas - or oil-burning. Electric refrigerator 
and storage cupboard are back of space heater. Center: 
opposite end of living area. Davenport will make up into These standard Indian Trailers will 
double bed. Right: electric generator, mounted below sink, house two men _ individually; in 
is available when self-contained unit is desired. emergencies, four comfortably. 
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MON-0-COACH trailers meet your) 
off-track housing of maintenancac 


ERE you have a new and exceptionally good solution to a 
H present or future problem — mobile housing of mainte- 
nance-of-way forces. 

Up to now, the general practice has been to use converted 
railroad cars for such housing. Occasionally converted house 
trailers have been used. 

Now Mon-O-Coach makes available its all-aluminum trailer 
in exclusive monocoque construction. It is designed specifically 
for off-track housing and already proven preferable for this 
purpose in actual use. In addition to considerable cost savings, 
there are many important advantages to using all-aluminum 
off-track trailers as designed and built by Mon-O-Coach, Inc. 

Maneuverability Gained. The type of trailer 





Mon-O-Coach represented by: 

J. B. Akers, Jr., Washington, D. C. 
Harold L. Emerson, St. Louis, Missouri 
Ralph A. Corley, Jr., New York, New York 
Robert J. Wylie, St. Paul, Minnesota 
Russell E. Long, Chicago, Illinois 
Caesar Baldassari, San Francisco, California 

















offered by Mon-O-Coach is perfect for maneuverability. It can 
moved easily — by car, light truck or jeep. It conforms to hig 
way travel requirements. It can be parked in relatively small are 
It may be located for short or long periods, as needs requil 

Obviously, trailers require no track equipment or extra § 
ings. These costs are entirely eliminated. Nor do trailers requi 
long, costly hauls from on-track housing to work sites, whe 
sidings are not nearby. 


The use of trailers for bridge-and-building forces, carpente 


welders, and the like are natural. For example, it has been fou 
that a welding crew can be furnished with a trailer, a truck 4 
all equipment required for far less than the cost of converting 
car for only housing this crew. 
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One leading railroad has also found that most all maintenance- 
way forces, including steel gangs, can be housed better, more 
bnomically and more efficiently in trailers. 

ow Exact Needs are Satisfied. Mon-0- 
ach off-track trailers are currently built in six models—6-man, 
han, 2-man, foreman and 2-man, dining and kitchen trailers. 

can combine these — and possibly others — into whatever 
mplements serve your specific purposes. Interior arrangements 
y be as presently designed, or altered to suit your specifica- 
hs — without high conversion costs. 

on-O-Coach experience in building hundreds of off-track 
ts, and Mon-O-Coach’s specialized engineering assistance may 
Just what you’ve been waiting for. Investigate now. 


Monocoque construction 
for ‘lifetime’ durability 

in all-aluminum 
Mon-O-Coach trailers 





ERHAPS the biggest reason Mon-O- 

Coach off-track mobile housing 
units have captured the interest of 
railroads is their exclusive, exceptionally 
durable, all-aluminum monocoque type 
of construction. 

Monocoque construction produces a 
unit that is completely integrated — 
with all structural members, including == 
the side and top panels, bearing the load, 
pull and shock stresses. This differs sub- 
stantially from the conventional “box- 
on-chassis” type of construction — with 
weakness bound to develop where bolts 
and nails are used to hold the body to 
the chassis. 


Monocoque construction pro- 
duces an integrated, one- 
unit body — stronger, safer, 
far more durable. 




















Conventional trailer con- 
struction is essentially a 
box-on-chassis. 


Withstands Rugged Service 


In the Mon-O-Coach, stresses, jolts and jars are dispersed 
throughout the entire body and side panels. No one point takes 
the brunt of these stresses. There’s no “shock line” that eventu- 
ally weakens to the point of trailer uselessness. 

Severe tests of monocoque construction prove its exceptional 
durability. It is estimated that a monocoque-design trailer will 
outlast a conventional trailer by at least four times. 


Exclusively Mon-O-Coach 
Only Mon-O-Coach offers this monocoque-built trailer. Design 
extrusions are made from dies developed and owned by Mon- 
O-Coach, Inc. And only Mon-O-Coach has the experience and 
facilities to build this proved, more durable trailer. 

Being all aluminum, the exterior requires very little mainte- 
nance. The Mon-O-Coach also resists rust and corrosion. The 
aluminum interior is also easy to keep clean. 

The complete facts about Mon-O-Coach off-track trailers are 
available to you without obligation. Simply write, on your 
letterhead, for 48-page book, “Off-Track Trailers for Housing 
Maintenance Forces.” 
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Bk This book tells 
you the full 
story — answers 
your questions — 
helps answer 
your needs. 
Write for it. 


2515 South Fourth Street «+ 


Louisville 8, Kentucky 
Charles H. Becker, President «+ 


Phone Calhoun 5485 


‘ Od. Lh INC. 








Trend to Trailers (Cont’d.) 





use of such housing. The current 
trend towards the tengthening of 
sections or abolishing them alto- 
gether, and the creation of floating 
specialized gangs of various types, 
is an important consideration. To 
an increasing extent, the railroads 
are creating small track-welding 
and repair outfits for which mo- 
bile, off-track housing is regarded 
as ideally adapted. Also, there are 
more small bridge and building re- 
pair outfits, as well as an increasing 
number of special-equipment oper- 
ators for whom the use of this type 
of housing has advantages. 
Another factor, as mentioned by 
one chief engineer, is the situation 


created by the retirement of sid- 
ings. On his road, such retirements 
had taken place to an extent that 
difficulty was being experienced in 
finding places to park bunk cars 
within a reasonable distance of 
where work is to be done. 


Status of Trailers Now 


Q. To what extent and for what 
types of personnel are mobile, off- 
track housing units now in use on 
the railroads? 


A. At least a dozen large rail- 
roads, and probably more, are now 
using trailers, either experimentally 
or as a regular practice. When the 
movement first started, it was con- 
fined for the most part to trailers 











FOREMAN’s portion of special-purpose trailer which also has living quarters for two 
men at other end. Pictures on this page show Mon-o-Coach trailers. 
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of the self-contained type, such as 
those produced by manufacturers 
for the reguiar trade. Designed to 
provide tor the living needs of fam- 
ilies of two, three or four people, 
such trailers could be adapted 
without change for housing small 
gangs. A two-man welding outfit, 
consisting of a welder and helper, 
comprises an ideal situation for the 
use of house trailers, and it is likely 
that such outfits provide the most 
common application of house trail- 
ers on the railroads today. 

Other classes of workers now be- 
ing accommodated in_ self-con- 
tained house trailers include oper- 
ators of special equipment such as 
cranes, shovels and_ bulldozers; 
small gangs of two or more men 
making light repairs to bridges and 
buildings; and two-man electrical 
testing gangs, more commonly 
known as megger gangs. 

Coming along a little bit later 
was the development and use of 
special-purpose trailers for larger 
gangs. Use of trailers of this type 
is based on the thinking that, when 
providing mobile off-track housing 
for six, eight or more men, it be- 
comes more practical and economi- 
cal to furnish trailers having spe- 
cialized functions. For one thing to 
incorporate coniplete living facili- 
ties for these larger gangs in a 
single unit would obviously require 
a vehicle of excessive size. Special- 
purpose trailers may consist of 
kitchen trailers, bunk or dormitory 
trailers, dining and recreation units, 
or still others combining several of 
these functions. This way, by 
grouping the trailers as necessary, 
the needs of gangs of different sizes 
can be met. 

Increasing interest is being shown 
by various railroads in the use of 


DINING trailer has capacity for seating about 16 FACILITIES in kitchen unit include stove, ice box, sink, work table, cabinets, 
canopy and hot-water heater. Cook’s quarters are at other end. 


men. Table has drop-leaf sections at ends. 
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these special-purpose trailers. One 
large railroad has embarked on a 
program to replace all of its con- 
ventional bunk cars with mobile, 
off-track housing, consisting to a 
large extent ot special-purpose 
units but also including trailers of 
the self-contained type. 

Other roads are adopting a more 
deliberate approach to the use of 
trailers of both types. A limited 
number of units is acquired and 
placed in service with the idea of 
evaluating their qualities and at- 
tributes over a period of time. Sev- 
eral railroads that have done this 
have placed repeat orders. 

More than likely the practice is 
to scatter these experimental units 
over the road, placing one here 
and another there. One manufac- 
turer takes issue with this practice, 
pointing out that, for comparative 
purposes, a more effective practice 
is to trailerize an entire territory 
more or less completely. Only in 
this way, he says, is it possible to 
develop comparative figures on cost 
and performance. There seems to 
be considerable logic in this sug- 
gestion. 


Trailers for Any Need 


Q. Are trailers available that are 
designed fo meet the specific needs 
of railroad service? 


A. Several manufacturers have 
become interested in this market 
and are offering special-purpose 
trailers to meet railroad needs. One 
manufacturer, for example, offers 
six models—a kitchen trailer, a din- 
ing trailer, a unit for housing a fore- 
man and two men, a six-man bunk 
trailer, a four-man _ self-contained 
trailer, and a two-man self-con- 
tained unit. The latter two models 


aed 


have cooking facilities as well as 
living and sleeping quarters. 

Another manufacturer is also 
offering six models, but on a some- 
what different basis. His units con- 
sist of a two to five-man self-con- 
tained trailer, an eight-man dormi- 
tory, a kitchen unit, a combination 
dining and recreation trailer, a 
combination kitchen and dining 
unit, and an office and two-man 
bunk trailér with space for equip- 
ment storage at one end. 


Q. Is it important that trailers be 
purchased which incorporate high 
quality materials and workman- 
ship? 


A. It is essential that trailers 
destined for railroad service be 
strongly and substantially built for 
durability and long service. It is 
especially important, according to 
one manufacturer, that trailers 
bought for experimental use have 
these qualifications. A railroad ex- 
periencing difficulty with such 
trailers is apt to get discouraged 
and fail to follow through with 
the experiment, thereby depriving 
itself of such inherent advantages 
as house trailers may have. 


, 


Moving Them No Problem 


Q. How is the transportation of 
mobile, off-track housing units 
handled? 


A. In the case of small outfits 
equipped with one or two trailers 
this is a simple matter. In prac- 
tically all cases these outfits already 
have a truck for getting the men 
and their equipment to and from 
work. When the gang is ready to 
shift its operation from one location 
to another it is a matter of but a 


TRAILERS can be spotted at stations for water and electrical connections. This Richard- 
son trailer is occupied by a Frisco two-man welding gang. 
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few minutes to attach the trailer 
to the truck and to get underway. 

Where the outfit may consist of 
a group of trailers, the problem is 
not quite so simple, but still not 
difficult. On one road that makes 
extensive use of this type of mo- 
bile housing, all trucks assigned to 
the maintenance of way depart- 
ment have been equipped with 
hitches so that they may be used 
for hauling trailers if necessary. 

It then becomes possible to as- 
sign several trucks to move a trailer 
outfit. The trailers may be moved 
during the day while the gang is 
working, or over a weekend. One 
or more laborers are assigned this 
task. If the move is made during 
a weekday it is not uncommon for 
the kitchen trailer to be spotted 
close to the work site at noon so 
that the men may be served a hot 
lunch. If the move is made over a 
weekend, it becomes necessary, of 
course, to pay overtime to men 
assigned to this work, 


There Are Laws to Watch 


Q. What governmental regulations 
must be observed in the use of 
mobile, off-track housing? 


A. With a few exceptions, the 
states are the principal govern- 
mental bodies which regulate the 
use of house trailers. Laws of the 
various states differ considerably; 
however, there are several general 
areas of regulation that the pros- 
pective trailer user should investi- 
gate. Some of these are: 

(1) Practically all states place 
limits on the lengths of trailers and 
the overall lengths of trailers and 
towing units. Most states will issue 
an over-length permit for travel 
over highways. However, a permit 
must be obtained for each indivi- 
dual move of the over-length ve- 
hicle. Most railroads prefer a trailer 
unit of such length that practically 
any kind of vehicle can be used to 
tow the trailer without exceeding 
the permissible overall length of 
the combination in the states where 
they operate. In this way flexibility 
is obtained in the use of towing 
vehicles without having to go 
through the red tape of obtaining 
a permit each time a trailer is 
moved over the highways. 

(2) Several states specifically 
prohibit persons riding in trailers 
while in transit. In any event, rid- 
ing in moving trailers is not re- 
commended strictly in the interest 
of safety. 

(3) Most state laws require “acle- 
quate braking systems” on trailers. 
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SPECIAL trailers with complete facilities for housing four men are available. This view 
shows interior of unit made by International Trailer Company. 


This is not too significant, though, 
since all trailers come from the 
manufacturers with either electric 
or hydraulic brakes as standard 
equipment. 

(4) Clearance and running light 
requirements vary somewhat from 
state to state. However, as units 
come from the manufacturer, light- 
ing is generally adequate for oper- 
ation in most states. 

(5) Directional signal indicators 
are a requirement in some states. 

(6) Safety chains between a 
trailer and its towing unit are re- 
quired in certain areas. 

(7) Licensing of trailers and the 
period for which the license is 
effective varies from state to state. 
Where trailers are operated inter- 
state, most states will give the 
licensee a 30-day grace period in 
which to operate with an out-of- 
state license plate. 

(8) Taxing of trailer housing also 


varies widely from state to state. 
Some tax the units as real estate, 
some on the basis of so much per 
square foot and still others as per- 
sonal property. In some localities, 
city and county taxes also have to 
be investigated. 

(9) Liability insurance require- 
ments also differ somewhat among 
the states. In general, where the 
motor vehicle code covers liability 
of cars and trucks, it also applies to 
trailers. Some states have separate 
liability regulations governing the 
mobile units. In any event, it is 
recommended practice to cover all 
trailer units with adequate liability 
insurance. 


How Do They Like Them? 


Q. Do employees who live in mo- 
bile, off-track housing units like 
them better than’ conventional 
bunk cars? 


A. Maintenance officers on rail- 
roads using trailers are generally 
satisfied that employees consider 
them more acceptable as living 
quarters than bunk cars. Various 
factors are involved here. One of 
these is the nature and quality of 
the accommodations themselves, 
and the manner in which they are 
kept up and maintained. Other 
things being equal, there can hardly 
be any question but that house 
trailers, especially those of the self- 
contained type, can be made more 
comfortable and home-like than 
bunk cars. A chief engineer of one 
road that is making extensive use 
of trailers is convinced that very 
few of the men housed in them 
would prefer to go back to bunk 
cars. 

On one railroad that feels there 
are advantages in assigning house 
trailers to welding outfits and 
special-equipment operators, the 
practice is to get an expression of 
opinion from the employee before 
he is asked to live in a trailer. To 
date, only one employee has re- 
jected the opportunity. One welder, 
commenting by letter on the use of 
trailers, stated he thought it was a 
“very good and sound idea,” and 
that the use of trailers should have 
advantages for all concerned. 

Another clue to the acceptability 
of life in trailers is provided by 
surveys made by various agencies 
to determine the reaction of private 
owners of mobile homes. One such 
survey developed the fact that fully 
95 per cent of trailer families con- 
sider that “trailer-life is a very satis- 
factory, pleasant, and enjoyable 
mode of existence.” In another 
survey 17 out of 20 purchasers 
queried said they would not leave 
their mobile homes even if offered 
a house or apartment at what they 
consider a reasonable price. 





CUSTOM-BUILT TRAILERS FOR M/W GANGS... 


Representatives: 
Mr. Clarence Gush, St. Louis, Missouri 
Mr. W. A. Blackford, San Leandro, California 


Ralph W. Payne Co., Washington, D.C. 
Eastern Railway Supplies, Inc., New York, N.Y. 
Stanley H. Smith & Co., Cleveland, Ohio 
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Railroads are finding that it pays to give their M/W 
and bridge and building workers—‘a home away 
from home” on jobs where it is inconvenient or im- 


possible to get back to the home base. 

Modern, custom-built trailers are ideal for this pur- 
pose. INTERNATIONAL has a complete line of 
kitchen-diner, bunk and office trailers—all built to a 
basic design which can be varied to suit individual 
needs. These sturdy, comfortable trailers are fabri- 
cated with aluminum sidewalls and are fibre glass 
insulated throughout. Write for typical plans and 
complete information. 


[NTERNATIONAL JRAILER CO., INC. 


5712 Erdman Ave 


Baltimore 5, Md 
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Q. Where work crews are trailer- 
ized, how are materials and sup- 
plies transported when the outfit 
is moved from one location to an- 
other? 

A. With most types of the 
smaller gangs, the trucks regularly 
assigned to the crews, and which 
are used to haul the trailers, are 
generally sufficient to carry all nec- 
essary supplies, equipment and 
tools. 

However, some of these smaller 


outfits, and many of the larger ones, 
carry with them quantities of sup- 
plies and equipment that some- 
times cannot be conveniently trans- 
ported in trucks. In such cases it 
is not uncommon for the gangs to 
continue the use of tool and mate- 
rial cars for this purpose. With 
outfits having heavy equipment to 
transport, such as bulldozers and 
other types of grading machines, 
it becomes more. or less necessary 
to retain use of tool and material 


cars for transportation purposes. 
It should be noted here, how- 
ever, that the trend is in the direc- 
tion of making gangs more or less 
completely independent of rail 
transportation when moving to new 
work locations. Highway trailers 
are available, or are being devel- 
oped, for transporting even the 
larger units of work equipment. 
Thus, it is not difficult to visualize 
entire outfits, equipment and all, 
moving over the highways. 





How Theyre Being Used 


Practices in the use of mobile off-track housing units by different roads 
follow no set pattern. Some roads have both self-contained and special- 
purpose types; others are using only self-contained units. In other respects, 
too, there are variations in practice. That is why it is worth while to find 
out what the different roads are doing. A cross-section of practice is 
given by the following typical examples. 


Example No.1... 


e Crews of two to eight men 


e Both special-purpose and self- 
contained trailers 


Annual savings of $3,000 per year 
per housing unit are estimated by 
one large railroad following re- 
placement of conventional rail- 
bunk cars with house trailers. 

This road currently has a total of 
13 trailers in service and plans 
eventually to replace all of its bunk 
cars with house trailers, possibly 
supplementing them with other 
types of portable housing in a few 
special cases. The road is using both 
self-contained and special-purpose 
trailers. The first type is being fur- 
nished for small maintenance gangs 
not exceeding five men. The other 
type is being furnished to larger 
gangs of eight or more men. Two 
of the special-purpose trailers are 
combined for use with each gang; 
one is outfitted to provide sleeping, 
shower and toilet and recreation 
facilities; the other is a combination 
kitchen-dining unit. 


Trailers Increase Flexibility 


One of the principal advantages 
maintenance officers of this road 
could foresee in switching to off- 
track housing is the increased flexi- 
bility of movement which it pro- 
vides. In recent years the road’s 
local freight service has been cur- 
tailed sharply in the face of de- 
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clining revenues. Furthermore, the 
advent of dieselization has brought 
on longer and fewer trains. The re- 
sult of both of these factors is that 
train service cannot be depended 
upon for moving rail-bunk cars 
quickly and at the proper time. 

The road found that this inflexi- 
bility of movement of bunk-car 
housing is highly detrimental to a 
program of maintenance work. 
Where work is laid out in advance 
for track maintenance and B&B 
crews, it is necessary that moves 
from one location to another be 
made with a minimum of delay. If 
serious delays do occur, then the 
gang is set back by just that much 
in carrying out its schedule of work. 
With off-track housing the gangs 
so equipped are given a freedom 
of movement which permits them 
to progress according to their pro- 
grammed schedules. 

Another advantage of _ trailer 
housing is emphasized during 
emergencies such as derailments, 
washouts, etc. Gangs can move to 
the scene of an emergency on very 
short notice, carrying with them 
their living quarters. It has been 
pointed out that in many cases the 
house trailers can be moved much 
nearer the work site than is pos- 
sible with bunk cars. Furthermore, 
trailers assembled at the scene of 
an emergency can be grouped to- 
gether to form a camp where all 
workers on the job can be fed. 
Where the work is such as to 
involve round-the-clock operations 


the men can take turns using the 
sleeping, shower and other facili- 
ties. 


Units for 2 to 5-Man Gangs 


The small-gang trailers are being 

furnished to light bridge-repair 
gangs, comprising from two to four 
or five men; paint gangs; division 
welding gangs; some special-equip- 
ment operators; and other miscel- 
laneous floating type crews on each 
division. Seven trailers of this type 
are now in service, and the road 
anticipated eventually having an 
average of about two of these units 
per division. This would mean a 
total of about 35 trailers of this 
type. 
All seven of the trailers now in 
service are being uséd by the light 
bridge-repair crews. These outfits 
move from station to station along 
the line making minor repairs to sta- 
tions, bridges and other structures. 
By employing these light-repair 
crews for such work, the road is 
able to relieve its larger bridge 
gangs for carrying out the heavy 
maintenance program. 

Each of the small bridge gangs 
originally had a bunk car, a tool 
car, a light motor car and a push 
car. Later on, a %-ton or %-ton 
pick-up truck was provided. As 
each of these gangs is being fur- 
nished with a house trailer its bunk 
car is eliminated, but the other rail- 
mounted equipment is being re- 
tained. As the crew moves along 
from station to station performing 
its light-repair tasks, the tool car is 
moved from siding to siding as 
necessary. However, with the truck 
the crews are able to carry along 
with them tools and materials nec- 
essary for several days work, using 
the tool car primarily as a storage 
unit. In cases of emergency, all the 
tools and supplies necessary for 
making temporary repairs can us- 
ually be carried in the truck. 
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ONAN Electric Plants 
add the comforts of home 


to mobile, off-track housing 














Your trailers can be electrified, no matter where you park them, with Onan 
Electric Plants. Their 110-volt A.C. output operates standard electric 
lights, radios, kitchen appliances, water pumps, fans and any other electri- 
cal equipment you choose. 

For mobile camps of semi-permanent nature, the Onan “CW” model 
shown above has many advantages. It is available in either 5,000 or 10,000- 
watt capacities, fully housed for weather protection, and can be mounted on 
2-wheel dolly, 4-wheel dolly or skid. Smaller models for one or more trailers 
are available either housed for outdoor installation or unhoused for mount- 
ing within truck or trailer. 

Onan Electric Plants are in use today by many railroads for electrifying 
off-track housing as well as shop trailers and tool cars. And for years, Onan 
has supplied electric plants to manufacturers who install them as factory 
equipment in trailers for home or business use . . . your assurance of proved 
performance. 


PORTABLE AND MOBILE MODELS — 500 to 10,000 watts 


Single-cylinder— 500, 750, 1,000 and 2,500 watts A.C. 
Two-cylinder— 1,500, 3,500, 5,000 and 10,000 watts A.C. 


(These units are air-cooled, gasoline or gas-powered. Air-cooled Diesel Electric Plants are built in two sizes—3,000 
and 5,000 watts A.C.) 


Write for descriptive folder 


D. W. ONAN & SONS, INC. 
SOR A 


ELECTRIC PLANTS 


3411 University Avenue S. E., Minneapolis 14, Minn. 
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The trailers are generally parked 
near station buildings where elec- 
tricity and water connections are 
available. However, each unit has 
a water storage tank and a supply 
of Coleman lanterns which can be 
utilized when it is necessary to set 
up the trailer at a remote location. 
Portable generating plants, used by 
the crews for powering hand tools, 
can also be employed to furnish 
lighting for the trailers. 


Camps for Larger Gangs 


For larger-gang service this road 
recently purchased three two- 
trailer combinations. Two of the 
combinations have been assigned 
to bridge gangs, the other to a 
track-maintenance gang. The two- 
trailer camps accommodate seven 
men and a foreman, providing liv- 
ing quarters in one of the units and 
kitchen-dining facilities in the 
other. 

These gangs are furnished with 
a 1%-ton truck which is used for 
transporting the men and carrying 
supplies, as well as for moving the 
trailers from one location to an- 
other. When carrying out pro- 
grammed maintenance work, the 
camps are moved from station to 
station along the line, usually not 
over 10 miles at a time. However, 
moves of 50 miles and up to 100 
miles are not uncommon. In an 
emergency the units could even be 
moved several hundred miles. 

The normal procedure for mov- 
ing the camp from one point to an- 
other is to make the move in two 
trips. 

On the first trip the truck 
pulls one of the trailers to the new 
location, uncouples and goes back 
to tow the other unit to the new 
site. For longer moves and in emer- 
gencies other trucks are available 
for use in moving the extra trailer 
so that the regular gang truck does 
not have to make a double trip. 

The six larger-gang trailers were 
purchased by this road for testing 
to see just how well such a set-up 
works. Officers report that they are 
very well pleased with the 8-man 
outfits and that they are satisfied 
that the use of such off-track mo- 
bile camps offers a satisfactory so- 
lution to the problem of housing 
larger maintenance gangs, as well 
as smaller crews. This road antici- 
pates purchasing quite a number of 
additional special-purpose units in 
the future for assignment in com- 
bination to other B&B and track- 
maintenance crews of eight or more 
men. 
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Example No.2... 


e Two-man welding crews; Spe- 
cial-equipment operators 
e Self-contained trailers 


This road now owns 12 trailers. 
Of these, nine are assigned to two- 
man welding (track-repair) gangs 
and three are used by special- 
equipment operators. One ot these 
is the operator of a production-type 
tie tamper. Another of the special- 
equipment operators works with a 
Caterpillar D7 tractor-bulldozer, 
and the third with a Ford wheel- 
type tractor which is provided with 
various attachments including a 
weed mower, a posthole digger and 
a backhoe. 

This road has 27 of the two-man 
track-repair gangs. Some of these 
working in or around terminals tie 
up at their regular headquarters 
each night. But others are of the 
floating type which move from sta- 
tion to station along their assigned 
territories as the work demands. 
Each gang is equipped with a %-ton 
pick-up truck and a complete com- 
plement of welding equipment and 
other power tools for doing a vari- 
ety of repair work. 

All of the floating gangs were 
formerly housed in bunk cars, and 
each of them is equipped with a 
specially fitted box car in which is 
kept tools and supplies. 

Several years ago the road started 
the practice of replacing the bunk 
cars with self-contained house 
trailers. In other words, when a 
bunk car gets to a point where it 
is considered obsolete or in need of 
extensive repairs, it is considered 
more economical, considering all 
factors, to replace it with a house 
trailer. 

The trailers used are all of the 
same type and size, having a body 
length of 19 ft and an overall 
length of 21 ft. They each have a 
bottled-gas cooking stove, an elec- 
tric refrigerator, a hot-water heater, 
toilet and shower facilities, and an 
oil-burning space heater. 

The usual practice is to park the 
trailers at passenger depots where 
water and electricity are available. 
For this purpose each trailer carries 
a length of electric cord and about 
100 ft of garden hose. However, if 
it should be more convenient to do 
so, employees using a trailer may 
tie up in a trailer park, and the 
railroad foots the bill. 

Aside from the usual advantages 
associated with the greater mobility 
of these gangs when housed in 
trailers, the railroad has found they 
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have lessened the need for careful 
advance planning of work. When 
the gangs are housed in bunk cars, 
it is necessary, in order to have as 
little lost motion as possible, to line 
up work in a particular vicinity a 
week at a time. 

With the gangs equipped as they 
are now, it is not nearly so neces- 
sary to plan work far in advance in 
order to prevent lost time in mov- 
ing from one location to another. 

On this road special-equipment 
operators, if housed in bunk cars, 
are provided with a motor car for 
getting to and from the job. When 





these operators are assigned house 
trailers, they are provided with a 
truck and the motor car is dis- 
pensed with. 

If a special equipment operator 
wishes to do so, he is permitted to 
have his wife with him in the 
trailer, but in such cases it is re- 
quired that he sign a permit releas- 
ing the railroad from responsibility. 
Incidentally, when an equipment 
operator is accompanied by his 
wife, the railroad has learned he is 
more apt to be available in times of 
emergencies. 

Trailers have been in use on this 








VICTOR mobile housing for work crews 
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Model 133. Thirty-three feet over- 
all, tandem axle. Conveniently 


sleeps five men. 


Now, clean, comfortable and spacious living 
quarters can be economically provided for floating 
M/W work crews while on remote job locations, 


with VICTOR Quality-Built 


Homes. These 


mobile units feature an all-metal roof, all-welded 
steel chassis, crimped aluminum exterior, select. 
birch interiors, and Victor’s famed innerwall venti- 
lating system. For sturdy dependability, easy main- 
tenance, and reliable year-round service, you'll find 
Victor is your best investment. 





Victor's special “Warranty of Quality and Serv- 
ice” gives additional yalue to every Victor unit. 


At your convenienee let us discuss with 
you an off-track housing program tailored 
to your needs. Wrifg to address below, or 
call CAlumet 5-5333. 














your best measure of 


General Sales Offices: 2337 S. Michigan Ave., Chicago 16, Illinois 
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particular road since November 
1952 and are reported to be giving 
satisfactory service. The road is 
now contemplating the possibility 
of equipping its division bridge 
and building gangs with off-track 
mobile housing units. 


Example No.3... 


e All types of floating crews 


e Both special-purpose and self- 
contained trailers 


One road is carrying out a pro- 
gram to trailerize practically all of 
its floating M/W _ work crews. 
Started several years ago, the pro- 
gram is now in full swing and the 
railroad has already acquired a 
background of experience in the use 
of trailers. According to its officers, 
this experience is such as to con- 
firm their judgment in embarking 
on the program in the first place. 

In undertaking the program it 
was reasoned that: 

(1) There is greater flexibility and 
economy in being able to move housing 
= over the highways rather than by 
raul. 


(2) That important economies can be 
realized by having a form of housing that 
is independent of the tracks so that it 
can be spotted at points closer to work 
sites than the nearest sidings. 

(3) That the cost of upkeep of mobile, 
off-track housing is less than that of con- 
ventional bunk cars. 

In addition the road had several 
more or less minor considerations 
in mind when the decision was 
made to trailerize. One of these was 
the sewage disposal problem being 
encountered when bunk cars were 
parked on sidings in or on the out- 
skirts of municipalities. With the 
trailers it is a simple matter to 
avoid this problem. Another was 
that the road had followed the 
practice for many years of provid- 
ing permanent housing for some of 
its M/W employees. Even though 
nominal rental was received for the 
use of this housing the net cost of 
its upkeep was felt to be far greater 
than that for trailers. ; 

Closely related to the adoption 
of mobile, off-track housing on this 
road is the fact that it has carried 
out a far-flung reorganization of its 
M/W forces which has had the ef- 
fect of incorporating a larger pro- 
portion of these forces in floating 
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gangs. The purpose of the reorgan- 
ization is to enable the road to take 
greater advantage of the economies 
of mechanized operation, and a 
feature of the new set-up is that 
section gangs have been virtually 
eliminated. Under the new system 
it has become more important than 
ever that the gangs spend a maxi- 
mum proportion of the working 
day on the job, and use of mobile, 
off-track housing is seen as one 
means to this end. 


Using Six Models 


To meet the requirements of 
various sizes of gangs this road is 
using six types or models of off- 
track housing units, including. both 
self-contained and special-purpose 
types. These are: 

@ A self-contained, two-man trailer, 
intended for use mainly by track-repair 
men (welders) and their helpers and by 
machine operators and their helpers. 

@ A four-man, self-contained unit 
for accommodating two, two-man track- 
repair gangs. 

e A dormitory trailer providing sleep- 
ing accommodations for six men. 

e A kitchen trailer which incorporates 
sleeping and living quarters for the cook. 

@ A dining trailer. 

@ A foreman—two-man trailer which 
has living and office accommodations for 
the foreman at one end and facilities for 
two men at the other. 

All these trailers have oil-burning 
space heaters, and all those in- 
tended for use as sleeping or liv- 
ing quarters have showers, lava- 
tories and water heaters. These 
trailers are almost entirely of alu- 
minum construction, have insulated 
walls and roofs, and have ventilator 
fans for keeping fresh air circulat- 
ing through them. All the trailers 
are wired for electric lighting. 


How They Are Moved 


Transportation of the trailers on 
this particular road is no great 
problem. It was already relying 
heavily on highway trucks for 
transporting men, materials and 
equipment, and all trucks have now 
been provided with trailer hitches 
so that any of them can be used for 
hauling the trailers if occasion de- 
mands. Some of the outfits consist 
of two or more trailers, and several 
trucks may be assigned the task of 
moving them if this seems advis- 
able. Moves may be made during 
the day while the gang is working, 
at night or over weekends. Pay- 
ment of overtime for laborers mov- 
ing the trailers is not considered 
objectionable in the interest of hav- 
ing the trailers at the new location 
when they are needed. 
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DETECTOR CAR (left) for picking up head 
and web separations and bolt-hole 
breaks by ultrasonic means has been de- 
veloped on the Santa Fe. An adaptation 
of the Fairmont Hy-Rail car, the vehicle 
moves along at up to 16 mph. When in- 
dication of defect appears on chrono- 
graph tape (above), car is stopped and 
a local check made. 


News Briefs 
in Pictures... 


OBSTACLE COURSE for locomotives (right) is used by 
General Electric to study locomotive reaction to ab- 
normal track conditions. The '/2-mile ‘‘engineer’s 
nightmare”’ has three sets of rails. One simulates 
staggered low joints with a difference of 3/,-in be- 
tween high and low spots; a second pair of rails has 
a 1'/-in difference. The third has a %/,-in line wave 
in each rail length, followed by a 11/2-in line wave. 
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CATERPILLAR PARADE for the press. On June 2 at Peoria, Ill., the lion worth of equipment at the company’s 800-acre Peoria prov- 
Caterpillar Tractor Company was host to more than 100 maga-_ ing ground. Activities on June 2 were prelude to an exposition 
zine and newspaper editors and publishers. Highlight of the day- which caterpillar held for more than 500 of its distributors, 
long round of activities was a demonstration of almost $2 mil- auxiliary equipment manufacturers and field representatives. 
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WHAT’S THE ANSWER?... 


. . . @ forum on track, bridge, building and water service problems 





Splitting of Box-Heart Ties 


How can the splitting of box-heart bridge ties be pre- 
vented? Will the insertion of dowels in both directions at 
both ends of such ties prevent splitting? Can this practice 


be justified? Explain. 


No Known Preventive Method 
By R. P. A. JoHNSON 
Chief, Division of Physics & Engineering, 
U. S. Forest Products Laboratory, 
Madison, Wis. 


A lot of time and money have 
been spent trying to obtain an 
answer to the question: “How can 
the splitting of box-heart bridge 
ties be prevented?” Up to date, the 
answer is: “There is no known 
practical method of preventing the 
splitting of box-heart ties.” There 
are, however, a number of methods 
used to reduce or minimize it. 

The Railway Tie Association’s 
Committee on Checking and Split- 
ting of Crossties has studied the 
problem for a number of years. In 
a report in the December 1952 
Crosstie Bulletin this statement is 
made: “It must be remembered 
that checking of wood during dry- 
ing is a natural phenomenon and 
one that may not be entirely elim- 
inated without great expense.” 

The committee report lists a 
number of methods that minimize 
checking and splitting both before 
treatment and after the ties are 
placed in the track. These control 
methods include proper stacking, 
use of anti-checking irons, use of 
dowels, end coatings, chemical 
seasoning, incising, vapor drying, 
controlled air seasoning, and sur- 
face coatings. There is considerable 
difference of opinion as to the value 
of any of the methods. Any of them 
will help, but it probably requires 
a combination of them to obtain 
the best results. It was the com- 
mittee’s opinion that controlled air 
seasoning, to slow down drying was 
most important. 

The committee reported in some 
detail on the effectiveness of anti- 
checking irons. A table in the pre- 
viously mentioned report shows the 
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results of an inspection of 5,000 
red-oak ties, half of which had S- 
irons and half no anti-checking de- 
vices. There was little difference in 
the number of split ends in the 
two groups. The committee felt 
that data on other species and 
other locations were needed be- 
fore general conclusions could be 
drawn. 

The replies of 23 railroads to a 
questionnaire showed that 13 were 
using anti-checking irons exclu- 
sively and considered them satis- 
factory. Six roads had discontinued 
anti-checking irons in favor of 
dowels because they found anti- 
checking irons ineffective or be- 
cause they believed they actually 
increased checking. One railroad 
reported experimenting with anti- 
checking devices and thus far had 
found no difference in the amount 


of splitting in the ties having irons 
and those without them. 

The reply of the 23 railroads on 
the use of dowels shows 9 roads 
using dowels. Six of the nine use 
dowels regularly, one in the main 
line only, and two use them in lim- 
ited quantities. Only one road ap- 
plies dowels to all main ties before 
seasoning. The other eight roads 
employ selective doweling after 
seasoning. One road uses them only 
for salvaging split ties. 

The Taylor-Colquitt Company, 
Spartanburg, S. C., started a test of 
doweled ties in September 1950. 
The results of that test are reported 
in the December 1952 Crosstie 
Bulletin by W. Henry Caban. The 
test included 100 Grade 4 and 5 
mixed-oak crossties doweled 100 
per cent with two dowels in each 
end. The doweling was done be- 
fore seasoning. Of these ties, 27% 
per cent developed split ends. That 
indicates that doweling both ends 
will not prevent splitting. The cost 
of 100 per cent doweling is re- 
ported at 42.8 cents per tie. The 
author believes, however, that the 
cost could be cut to 30 cents per tie. 





Answers to the following questions are solicited from readers. 
They should be addressed to the What's the Answer editor, Railway 
Track and Structures, 79 W. Monroe St., Chicago 3, and reach him 
at least five (5) weeks in advance of the publication date (the 
first of the month) of the issue in which they are to appear. An 


honorarium will be given for each publis! 


answer on the basis 


of its substance and length. Answers will appear with or without 
the name and title of the author, as may be requested. The editor 


will also | any questi 





which you may wish to have discussed. 


To Be Answered In the October Issue 


1. What is the best procedure for cor- 
recting short defects in cross level of '/, 
in or less on tangent track? On curved 
track? Explain. 


2. What are the relative advantages 
and disadvantages of installing radiant 
heating in railway buildings? Why? Ex- 
plain. 

3. What measures should be taken to 
insure thorough inspection of switches 
and switch stands? Who should be res- 
ponsible? Which details should receive 
attention? Why? Explain. 


4. When emergency repairs are to be 


made following a washout, what factors 
determine whether a pile trestle should 
be driven or the opening filled with 
cribbing? Why? Explain. 

5. To what extent, if any, does tight 
gage (less than 56'/, in) increase the 
incidence of rail defects (particularly de- 
tail fractures) in tangent track? Why? 
Explain. 

6. Quick-acting valves are frequently 
used on the fill-up hoses at diesel wa- 
tering stations. How can water ham- 
mer, resulting from the operation of 
these valves, be controlled or elimi- 
nated? Explain. 
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The question as to whether the 
cost of doweling can be justified is 
not easy to answer. It depends on 
the efficiency of the dowels. When 
data on the increase in the life of 
ties resulting from the use of 
dowels are available, it is relatively 
simple to determine whether their 
use is justified. Such data, however, 
are not generally available. Ap- 
parently some railroads believe 
doweling as a salvage operation 
can be justified, and one road be- 
lieves 100 per cent doweling of 
main-line ties is justified. 

The AAR has been cooperating 
with the National Lumber Manu- 
facturers Association for 7 years on 
the problem of prolonging the life 
of crossties, especially as affected 
by checking and splitting. Work is 
still in progress on a one-step sea- 
soning and treating process, tie 
coatings, and laminated ties. The 
results to date of these studies are 
reported by G. M. Magee in Vol. 
54 and 55, Proceedings of the 
AREA. 

The work at the Forest Products 
Laboratory on crossties has been 
largely on air seasoning. The re- 
sults of some of the work are re- 
ported by J. S. Mathewson, C. S. 
Morton, and R. H. Bescher in the 
1949 Proceeding of the AWPA. 


Splitting Cannot Be Prevented 


By W. R. JAcoBson 
Chief Tie Inspector & Treating Engineer, 
Minneapolis, St. Paul & Sault Ste. Marie, 
Minneapolis, Minn 


The splitting of box-heart ties 
cannot be prevented but can be 
controlled by several methods. The 
shrinkage of wood through season- 
ing is a natural phenomenon and 
no mechanical device applied when 
the timber is green will prevent 
this shrinkage. However, these de- 
vices—banding, dowelling, ironing 
and bolting—tend to control the 
splitting and prevent the timber 
from opening excessively. In addi- 
tion a considerable amount of work 
has been and is being done along 
the lines of artificial seasoning in 
order to control the splitting dur- 
ing the seasoning process. 

Some good results have been ob- 
tained by the Vapor Drying Process 
on woods very susceptible to check- 
ing and end-splitting. Under inves- 
tigation and laboratory work is a 
combined seasoning and _ treating 
process which aims at the reduction 
of splitting of ties. Almost all this 
work has been done primarily in 
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relation to crossties and not speci- 
fically to bridge ties. Some excel- 
lent results are being shown in an 
indirect attack on this problem 
which is being made with the use 
of tie coatings and tie pads. 

The life of bolts, bands and irons 
in most cases is shorter than the 
life of the treated ties and thus part 
of their effectiveness is lost. A 
dowel of recommended size, prop- 
erly applied, will last the life of the 
tie. 

In discussing double dowelling— 
vertical and horizontal—in both 
ends of a bridge tie several factors 
must be taken into consideration. 

(1) Species of timber used, 

(2) Density and speed of traffic, 

(3) The incorporation of other struc- 

tural or protective appliances or 
coatings. 


First, the predominant species 
used for bridge ties are Douglas fir, 
southern pine and the oaks. Doug- 
las fir and southern pine, both be- 
ing soft woods, are more sus- 
ceptible to plate cutting than the 
oaks. 

Conversely the oak is more 
susceptible to end splitting than the 
soft woods. A further break-down 
of the oaks would show hill oak 
with far less splitting than lowland 
or bottomland oak. Thus one con- 
trol of the splitting of bridge ties is 
the source of materials. Another 
factor is the location of the sea- 
soning or storage yard. Wind, tem- 
perature and moisture play an 
important part in seasoning—conse- 
quently, thought should be given to 
the choice of treating plants and/or 
storage yards. 

Second, and of utmost impor- 
tance, is the density, tonnage and 
speed of traffic. The present serv- 
ice life of a bridge tie is a key fac- 
tor in determining the amount of 
additional money that may be in- 
vested in prolonging it. Increasing 
the service life of a tie by 5 years 
may be entirely warranted where 
the average service life is 18 years 
but it may be a very poor invest- 
ment where 30-year life is now be- 
ing obtained. One must also bear 
in mind that the life of a tie is no 
longer than that of the rail-bearing 
area no matter how well protected 
the ends may be. The problem of 
tie-plate cutting and crushing is a 
prime problem whether the tie be 
on a timber trestle or a steel girder. 

Third, the incorporation in the 
track structure of hold-down spikes 
or bolts, the use of tie pads and the 
surfacing of the tie with a protec- 
tive coating all bear on the amount 
of money that may or should be 
spent to protect that investment. 


In direct answer to the second 
question, double dowelling will not 
prevent but will control splitting. 
I do not believe double dowelling 
is necessary or justifiable. The split- 
ting that is of first and prime con- 
cern is the vertical split. Any hori- 
zontal splitting would be ade- 
quately controlled in the normal 
design and construction of the 
track and bridge—spiking and bolt- 
ing of the rail to the tie, the fasten- 
ing of the tie to the structure (by 
hook bolts, etc.) and finally the 
fastening of the guard rail to the 
tie. 


No Definite Answer 


By W. D. KENNEY 
Bridge Engineer, Service Bureau, 
American Wood Preservers’ Association, 
Chicago 


It is quite common practice at 
most plant to drive “S” or “C” irons 
in the ends of hardwood ties to pre- 
vent seasoning checks. Some roads 
have had considerable success in 
reclaiming old split ties or in arrest- 
ing the progress of cracks that have 
started. Cracks or openings are 
closed tightly under force and 
dowels are inserted across the 
planes of cleavage to prevent any 
reopening of the split once it has 
been closed. Spiral dowels driven 
to a tight fit in pre-bored holes 
form threads in the surrounding 
wood and hold the split parts firmly 
together. Automatic machines that 
place dowels in ties, usually 2 to 3 
in from the end, have been devel- 
oped and are in use at some plants. 

Bridge ties, because all faces are 
exposed to circulating air, are sub- 
ject to more rapid surface drying 
than crossties in which the rate of 
moisture change is retarded by con- 
tact with the ballast. The hard- 
woods are more susceptible to 
checking than the conifers or soft- 
woods, but boxed-heart timbers of 
softwood species—those that contain 
the pith—frequently check and split 
badly under usual air seasoning 
conditions where disproportionate 
drying in different parts of the cross 
section can not be prevented. Split- 
ting may also occur after ties are 
in service as they are seldom com- 
pletely seasoned when installed. 

Shrinkage in wood takes place 
only with the loss of moisture be- 
low fiber saturation point. This 
varies for different species, but is 
somewhere near 25 per cent for 
most woods. 

Wood shrinks much more tan- 
gentially to the annual rings than 
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it does radially or across the rings, 
the proportionate rate varying from 
a minimum of 4 to 5 for some 
wools to more than 2 to 1 for 
others. As a_ result, perimeters 
shrink before any corresponding 
reduction in the cross section oc- 
curs and splits that extend from the 
pith outward to the surface develop 
along a radial line to relieve the 
strain. Although cracking is caused 
by a different phenomenon than 
end and surface checking, checking 
and cracking are inter-related. If 
checks originate in the ends or on 


the surface, they start planes of 
weakness and are likely to develop 
into cracks or splits that extend 
from the center to the surface of 
boxed-heart pieces. 
Whether all ties should be 
doweled, or only those for which a 
need is indicated after seasoning, 
depends on costs, losses incurred 
from splitting, and other considera- 
tions which probably vary from 
time to time and on different roads. 
It is desirable, of course, to ar- 
range dowelling or ironing so that 
extra or repeated handling can be 


avoided. There is no way to pre- 
dict which ties will split until some 
seasoning has taken place. There 
should be sufficient seasoning to 
establish the checking pattern so 
that the dowels can be placed most 
advantageously. 

Splitting of ties has been the sub- 
ject of considerable study and re- 
search in recent years and a great 
deal of information has been ac- 
cumulated. To date, however, 
there are insufficient data to per- 
mit any definite answer that fits all 
cases. 





Subdrainage Vs Grouting 


What are the relative advantages and disadvantages of 
subdrainage systems and grouting for the stabilization of 
roadbeds? Under what conditions is one method more suit- 


able than the other? Why? Explain. 


Three Causes of Instability 


By J. P. DaTEsSMAN 


Engineer of Track, Chicago & North 
Western, Chicago 


My opinion is based on about 
four years of surveys, studies and 
ae ne applications. It is my be- 
ief that the cause of roadbed in- 
stability falls under three general 
conditions: (1) Flowing under- 
ground water; (2) water pockets; 
and (3) slides. Many water pock- 
ets eventually turn into slides if 
they are permitted to exist without 
the installation of some form of 
drainage. 

Subdrainage systems work to ad- 
vantage in all types of roadbed 
stabilization, but produce the best 
results where moving subsurface 
water is involved. There are many 
locations, especially in cuts and in 
some cases on fills, where under- 
ground water causes soft-track con- 
ditions. Intercepting longitudinal 
drains in cuts or on side hills, and 
in some cases lateral cutoff drains 
at the beginning of fills, will inter- 
cept this water and stabilize the 
roadbed. 

In many cases water pockets 
have developed in cuts and on fills 
due to trapped underground water 
or faulty embankment construction. 
This can, in many cases, be cor- 
rected or slowed down by the use 
of lateral drains of perforated pipe. 
It has been noticed, however, in 
many cases where water pockets 
exist, that lateral drains do not cure 
the situation, but simply slow down 
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settlement while in other instances 
settlement over water pockets has 
been entirely cured by lateral 
drainage. There is one thing sure 
and that is that the flow of under- 
ground water, either in cuts or on 
fills, can be definitely stopped by 
proper application of subsurface 
intercepting drainage 

Pressure grouting, in my estima- 
tion, produces the best results 
where definite water-pocket condi- 
tions exist either in cuts or on fills. 
This is also true where water pock- 
ets have been permitted to develop 
in embankments, and their growth 
has pushed out the embankment 
sides causing slides. 

Water pockets are generally 
caused by moisture that is trapped 
within the embankment. As settle- 
ment takes place and additional 
ballast is placed, the water pocket 
gradually gets deeper and wider as 
surface water continues to seep 
down through the ballast material. 
The only definite cure appears to 
be the sealing out of this surface 
water. This can best be accom- 
plished by pressure grouting which 
forces cement grout from the bot- 
tom of the pocket up to the top 
through the minor channels in the 
ballast. This, of course, seals out 
the route for excess surface water. 
When the impervious material at 
the bottom and sides of the water 
pocket is dried up, the embank- 
ment generally stabilizes and set- 
tlement ceases. 

Many slides that are the result of 
pushed-out water pockets can be 


cured entirely by pressure grouting. 
It has been found that the best 
method is to start at the bottom 
of the embankment and gradually 
grout, in a regular pattern, until 
the top of the embankment is 
reached. Such action shuts off the 
point of access of surface water at 
the top of the embankment and in 
most cases stops the sliding con- 
dition. 

There are some slides, of course, 
that are caused primarily by un- 
stable conditions of the soil on 
which the embankment is placed. 
Of course, such a condition cannot 
be cured by pressure grouting but 
may be cured or slowed down by 
many other known methods. 

Both methods of stabilization are 
definitely practical but, as stated 
above, each has a specific field of 
conditions under which it functions 
to advantage. 


Study Subsurface Conditions 


By Troy WEsT 


Engineer of Track, Union Railroad, 
East Pittsburgh, Pa. 


An unstable roadbed, resulting 
in abnormally high maintenance 
cost, calls for a quick and positive 
remedy by maintenance men faced 
with the problem of working with 
reduced budgets. The relative 
values of subdrainage systems and 
pressure grouting for stabilization 
of roadbeds should be considered 
on the basis of their effectiveness in 
comparison with the cost of more 
expensive methods, such as piles 
and retaining walls, which may be 
used with no better result. The de- 
cision as to which method to use 
should be based on a thorough in- 
vestigation and study of the cause 
of the disturbance. 

Uncontrolled water can be the 
cause of disturbance of subgrade 
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in sections of track which have 
been in service for years. Where 
it is necessary to re-surface track 
repeatedly on an embankment or 
through flat country mud pockets 
may develop in yielding soil ma- 
terials. These pockets are enlarged 
by repeated tamping of ballast into 
the subgrade. As all surface water 
filters into the pockets the material 
is churned deeper into the soil by 
moving wheel loads. It would take 
years for such a pocket to grow 
to a size that would result in an 
embankment displacement. In my 
opinion, serious future trouble can 
be avoided by correcting the un- 
derlying trouble when the first in- 
dications occur. Correction of such 
trouble at its start could in many 
instances be accomplished by in- 
stalling a lateral system of open- 
jointed small-diameter drain pipe. 

Along with others, we had two 
rather troublesome side-hill em- 
bankments supporting two main 
tracks, which were placed about 50 
years ago. One embankment was 
pressure grouted in 1943, and the 
other was grouted in 1946; both 
are now stable. In each section, the 
embankments are on side-hill ap- 
proaches to masonry arches which 
provide crossings of normal water 
courses. Deep pockets had de- 
veloped beneath the tracks from 
repeatedly restoring surface where 
the subgrade yielded. The under- 
lying material at each location con- 
sisted of several feet of ballast ma- 
terial on a clay seam on shale rock 
sloping about two feet in five. Un- 
usual bulges along the slopes of 
the embankments were evidence of 
long-time lateral movement of ma- 
terials on the clay seam. 

On the embankment grouted in 
1943, an open shaft about 22 feet 
deep was sunk from which an in- 
spection of the underlying material 
revealed that the area was free of 
underground water. It was easy to 
see where the injection points for 
grouting should be delivered. It 
was also evident that this condition 
had been in the process of develop- 
ment for years. The unstable con- 
dition was such that the track could 
be maintained to proper alinement 
and grade only by abnormally ex- 
cessive maintenance. Had this con- 
dition been corrected in the early 
stages of its development, the work 
could have been done with less 
cost. 

Disturbances in roadbed have 
occurred in areas where quick run- 
off from adjacent new develop- 
ments has been greater than the 
present drains could accommodate. 
It was obvious in these instances 
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that the replacement of the old 
with a larger subdrainage system 
was the proper remedy. Unstable 
roadbed which has developed in 
rock cuts where original excavation 
did not provide for adequate bal- 
last section and side ditches, may 
be effectively corrected by install- 
ing open-jointed drain pipe placed 
laterally, and by lowering the side 
ditches. Drainage systems must be 
provided for normal water courses 
in the right-of-way area to avoid 
washouts and to protect the sub- 
grade. 

Based on my experience with 
this subject, it seems that certain 
fundamentals must be considered 
in arriving at the relative advan- 
tages and disadvantages of sub- 
drainage systems and grouting for 
the stabilization of roadbeds. The 
problem facing the maintenance 
engineer with unstable roadbed is 
to re-establish the bearing value of 
the subgrade at a minimum cost. 

Light soil materials on impervi- 
ous soils in embankments, which 
have been disturbed by filtering 
surface water, can, in my opinion, 
be stabilized by grouting. This 
method of correction can be done 
cheaply and effectively under traf- 
fic. This could not be done by a 
subdrainage system, because it 
would be almost impossible for 
drains to dry up the area and lack 
of density of the disturbed material 
would still remain a source of 
trouble. 

At locations where roadbed of 
proper soil consistency and com- 
paction has become unstable over 
the years, it would be well to check 
for faulty drains, and then either 
correct the present system or con- 
struct a new one. 


Favors Grouting 
By J. R. RusHMER 


Roadway Engineer—System, Atchison, 
Topeka & Santa Fe, Amarillo, Tex. 


Drains of many kinds including 
rock, French, wood box, clay tile 
and perforated pipe are designed 
to remove entrapped water from 
roadbeds. Grouting restores drain- 
age by filling with sound material, 
voids that can and do entrap water. 
This process displaces the water 
and_ restores the load-bearing 
power of the roadbed. 

Entrapment of water occurs prin- 
cipally in clay or other plastic ma- 
terials. Once begun it progresses 
indefinitely (at various rates de- 


pending on many factors) causing 
the track support to deteriorate and 
to become unequal. This causes 
rough track and excessive tamping 
of the ballast section. 

Drains can remove free water 
only. Therefore, they often do not 
completely cure the trouble. In 
such cases the roadbed material be- 
low the drains becomes saturated, 
causing roadbed failure. Heaving 
and settling of drains, lateral mis- 
alinement and stoppage with mud 
or other materials are also causes 
of subgrade failure. Any type of 
drain is difficult and costly to re- 
pair. 

Drains installed on account of 
unstable roadbed should not be 
confused with drains placed at 
shallow depths at turnouts, in 
yards, and sometimes in intertrack 
spaces and around buildings to take 
care of surface drainage. Surface 
drainage will always require some 
installations of perforated pipe. 

Installation of drains on account 
of instability requires considerable 
labor and material and a good deal 
of disturbance of the roadbed. This 
is especially true in those cases 
where lateral drains must be placed 
across the roadbed in the ballast 
section under the track structure. 
At present-day prices, drains usu-' 
ally cost as much or more than 
grouting except possibly on high 
fills. Repairs to drains are expensive 
and awkward and disturb the road- 
bed as much as the initial installa- 
tion did. Sometimes drains cannot 
be satisfactorily repaired and must 
be replaced at different locations. 

Grouted roadbed that does not 
fully provide the needed results 
can be regrouted without any par- 
ticular difficulty and without dis- 
turbing previously placed grcut. 
Generally regrouting does not dis- 
turb the roadbed as much as initial 
grouting did. Most additional grout 
is usually pumped into the roadbed 
below the initial grout. This is be- 
cause instability sometimes occurs 
at great depths, often in the natural 
ground below fills, a fact that was 
not recognized in the early days of 
grouting. 

In the early days of roadbed 
grouting lack of knowledge re- 
sulted in partial failures. This was 
because the grout placement was 
not carried to great enough depth 
and/or all voids in the grouted 
area were not filled. It is now con- 
sidered necessary to carry on ex- 
ploratory work along with most 
grouting jobs, to make sure that 
grout is placed deeply enough. 

Actually, on some _ extensive 
grouting jobs, considerable mileage 
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was deliberately grouted to only 
compartively shallow depth to get 
immediate results and to avoid de- 
lay to extensive rail-laying and bal- 
lasting operations. This work has 
been followed up by much deeper 
and heavier Eger ty in slide areas, 
high fills and other difficult places, 
without disturbing the new track 
structure and usually without slow 
orders. 

In many cases grouting has been 
done through territories where sev- 
eral types of drains have been in- 
stalled and failed for any of many 
reasons. In these cases the drain, 


as well as voids above and below 
the drain, has been filled with good 
results. A good deal of grouting 
has been done in natural ground 
below the toes of fills with excellent 
results. These fills have ranged 
from very low to very high and 
have in some cases included slides. 

If full advantage is taken otf 
grouting knowledge, accumulated 
during the last 12 to 15 years, 
good results can be expected and 
are almost immediately apparent. 
Grouting generally pays for itself 
very quickly in reduced labor and 
in elimination of slow orders. 


Failure or partial failure of 
ne jobs is almost always the 
result of failure to do two things. 

(1) Place all grout that the road- 
bed will accept. 

(2) Place grout at maximum 
depth at which it will be accepted. 

The tendency to measure prog- 
ress of grouting gangs in track-feet 
is a mistake. Such practice has been 
the cause of poor results. The true 
measure of oe progress is the 
quantity of grout placed per track- 
foot. This of course varies, depend- 
ing on many factors, between wide 
limits. 





Protecting Swinging Doors 


What protection should be applied to multiple swinging 
doors in passenger stations to prevent their quick rebound 
and possible injury to patrons when they are opened 


quickly? Explain. 


Use Double-Acting Checks 


By A. E. BrerMANN 
Principal Assistant Engineer, Terminal 
Railroad Association of St. Louis, 
St. Louis, Mo. 


Double-acting door checks should 
be applied at either the sill or head 
of multiple swinging doors to avoid 
possible injury to patrons. There 
will be no rebound or free swing- 
ing of the doors with the use of 
double-acting checks. When re- 
leased from an open position the 
doors will swing evenly to a closed 
position without rebounding. 

Patrons often are injured by get- 
ting their hands caught between 
the meeting edges of multiple 
swinging doors installed without 
door checks but having double- 
acting spring hinges. This type of 
accident can be minimized to a 
large extent by installing soft-rub- 
ber astragals on the meeting edges 
of these doors. 


Provide Proper Door Checks 


By W. H. Roserts 


Superintendent of Safety, Chicago 
& North Western, Chicago 


Practically all of the doors in our 
stations are equipped with suitable 
door checks which prevent their 
being opened or closed quickly. 
This naturally averts injuries to 
persons coming through the doors 
in opposite directions. 
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We have seen doors in some sta- 
tions which swing in both direc- 
tions. We would object to any such 
installations on our line. 


In order to preclude possibility 
of persons being struck by a door 
being pushed open by persons 
coming from the opposite direction, 
doors could be labeled “in” and 
“out”. However, I sometimes ques- 
tion whether signs are of any value, 
judging by the number of people 
who ignore warning signs. 

Summing it up, the answer is 
simple. Provide proper door checks. 
These should be inspected periodi- 
cally to make certain they are 
functioning properly. 





Salvaging Underground Pipe 


The introduction of diesel power on the railroads has re- 
sulted in the retirement of many water stations. To what ex- 
tent is it economical or desirable to salvage the underground 
sections of the larger sizes of pipe at these abandoned 


facilities? Explain. 
Consider From Two Angles 


By E. L. ANDERSON 


Chief Engineer, St. Louis-San Francisco, 
Springfield, Mo. 


This question should be consid- 
ered from two angles. First, the 
economical, and second, the desir- 
able side. 

The economical side presents a 
different problem for each location. 
Economical considerations _ that 
must be given consideration are: 
What is the physical condition of 
the pipe involved? And what will it 
cost to salvage the pipe? 

From the physical condition, the 
value of pipe to be salvaged should 
be set up. It then becomes neces- 
sary to determine the cost of 
salvaging the pipe, making it avail- 
able for re-use or for sale. In 
arriving at this cost serious consid- 
eration must be given the matter of 
interference with other activities of 


the railroad and how such activi- 
ties will affect recovery. 

The desirability of a project may 
depend not only on the economical 
side of the situation but also the 
need for the material released and 
its availability from other sources. 
It may be desirable to sell the pipe 
in place and permit the purchaser 
to recover the pipe. This might net 
a greater return to the railroad than 
if the pipe is salvaged and re-used. 

In one instance on our line, re- 
covery was made of 2% miles of 
pipe which paralleled a highway 
where a motorized crane could be 
used for uncovering and loading it 
in trucks. The pipe was recovered 
at a time when this particular pipe 
was badly needed and difficult to 
procure quickly. This proved not 
only economical but likewise de- 
sirable. 

At some locations where pipe 
was not particularly needed for any 
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pean, and the recovery cost was 
eyond salvage value, it was 
merely abandoned and left in the 
ground. Several cases have arisen 
where pipe was sold in place, the 
purchaser either recovering or mak- 
ing use of it at the location where 
it existed. 

No hard and fast rule can be set 
up but each case has to be con- 
sidered on its merits. 


An Economic Question 


By L. P. Drew 
Assistant Chief Engineer, Union Pacific, 
Omaha, Neb. 


The question as to whether un- 
derground sections of large sizes 
of pipe should be removed is 
usually decided on a purely eco- 
nomical basis. In other words, un- 
less there is some particular rea- 
son to the contrary, pipe lines are 
abandoned in place rather than 
removed except where the cost of 
removal is less than the cost of new 
pipe. In most cases, particularly 
where pipes are under or adjacent 
to tracks, it is seldom economical 
to expend the amount of labor 
necessary to remove the pipe. 

In certain soils and for pipe lines 
that convey highly acid or alka- 
line waters, pipe is usually so 
badly corroded or scaled that it 
is not worth the cost of removal. 


Use Intertrack Space 


By L. D. SHELKEY 
Office Assistant to Chief Engineer, 
Bessemer & Lake Erie, Greenville, Pa. 


Rail and the proper amount of 
the required fastenings should be 
unloaded along each side of any 
track on which rail is to be re- 
newed, regardless of whether the 
track to be relaid is an inner or 
outer one in multiple-track terri- 
tory. The desirability of having ma- 
terials unloaded as close as possible 
to the point of use is quite ap- 
parent. The prime factor governing 
this viewpoint is expediency, which 
results in more economy in han- 
dling materials in rail-laying opera- 
tions. 

Bolts, nutlocks, spikes and _ rail 
anchors, generally unloaded in 
kegs, require special attention, after 
being unloaded from a work train, 
in that they must be moved to sat- 
isfactory clearance from both tracks 
in the intertrack space. Narrow 
shoulders on fills sometimes make 
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it necessary to unload fittings in in- 
tertrack space where it would be 
more desirable to have some of the 
fastenings on the field side. 

It is recognized that materials 
lying in intertrack spaces create 
certain hazards to operations. 
Hence, care must be used in desig- 
nating the limits of the section 
where material has been unloaded. 
This can be done in the form of 
notices to employees of the operat- 
ing department. ~ 


Safety and Availability Govern 


By M. L. FREDERICK 


Division Roadmaster, Northern Pacific, 
Spokane, Wash. 


In order to determine proper lo- 
lation for distribution of rail and 
fastenings, the following factors 
should be considered: 

Safety—Material should be dis- 
tributed so as to prevent tripping 
hazards. In some instances it would 
be preferable to distribute in the 
intertrack space when the outer 
area is used for walkways by train- 
men, car inspectors and others, or 
where yard or industry tracks di- 
verge. Bulky containers, such as 
spike and bolt kegs or boxes, and 
switch material, should be stock- 
piled or stored at convenient loca- 
tions and distributed immediately 
in advance of relay work. A cau- 
tionary bulletin train order should 
be placed describing exact loca- 
tions where all material is distrib- 
uted. 

Availability—It is most desirable 
to have rail distributed as close to 
the work as possible in order to ex- 
pedite relay work and avoid swing- 
ing or carrying rail over track. Re- 
lays in  multiple-track _ territory 
should be scheduled to follow dis- 
tribution without delay. 


Conditions Govern 


By R. W. Putnam 
Engineer Maintenance of Way and 
Structures, Southern Pacific, 
San Francisco, Cal. 


On the Southern Pacific it is the 
general practice to unload new rail 
and fastenings on the shoulders. 
However, due to the configuration 
of our railroad, this cannot be set as 
a hard and fast rule. Therefore, we 
occasionally unload in the inter- 
track space, depending on govern- 
ing conditions explained below. 

The major factors affecting 


choice of unloading site can be 
grouped under: (1) Safety; (2) pro- 
tection of new material; (3) eco- 
nomics; (4) physical conditions; 
and (5) rail-laying methods. 

Safety is the consideration un- 
derlying almost every cause of ac- 
tion taken on a railroad, except 
those based upon economic feasi- 
bility or to satisfy rules or stand- 
ards. In the unloading of new rail 
and fittings one should consider 
their effect upont the safety of 
trains, trainmen, and sectionmen. 

The new material should be 
placed clear of the track in such a 
position that rail will not shift from 
ground vibration, or other disturb- 
ances, and come to rest foul of the 
track. Further, rail and trim should 
not be scattered in a manner haz- 
ardous to trainmen. Relating to this 
point one of our maintenance-of- 
way rules reads: “In yards and at 
stations, rail should be placed in 
piles out of the way of trainmen 
and in convenient location for re- 
distribution just prior to laying.” 
Finally, the new material must be 
so unloaded that during relay it can 
be handled quickly, easily, eco- 
nomically and safely. 

Rail laying is an essential ele- 
ment in programmed maintenance 


that recurs with unrelenting cer-, 


tainty. Frequency of relay is de- 
termined not only by the obvious 
conditions, such as weight of rail, 
track characteristics, tonnage, ef- 
fectiveness of rail lubrication, and 
the level of standards, but also by 
the way new material is treated 
during handling. Unless new rail is 
properly protected at the time it is 
unloaded it can be permanently 
damaged. This results in shortened 
rail life as well as poor riding track 
as long as it remains in place. The 
character of shoulders, whether 
narrow or wide, steep or flat, rock 
or otherwise, determines the selec- 
tion of the location for unloading. 
Also, there is always a possibility, 
remote though it is, that rail and 
fastenings on the ground might be 
damaged by derailed equipment. 
This new material, in turn, can 
compound the overall damage by 
causing additional cars to derail. It 
is apparent, therefore, that the rail 
and material left between tracks 
stands a twofold chance of in- 
volvement in a derailment. 
Ditches must be kept open to in- 
sure drainage. Frequently in cuts 
in mountain territory there isn’t 
sufficient room to provide good 
shoulder after a ditch is in. Since 
any obstruction in the ditch tends 
to back up drainage and turn wa- 
ter under the ballast section, it is 
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practically inevitable that rail and 
trim be placed in the intertrack 
space. 

Present price per ton of rail and 
fittings is high. The fact that some 
material slides down steep banks 
where shoulders are narrow is a 
deterrent to unloading at these lo- 
cations. All too often, sectionmen 
who unload the fittings are not 
the ones who lay the rail, and the 
latter may not be aware that tie- 
plates, joints, etc., have disappeared 
down the slope and lie concealed 
in the vegetation below. While the 
rail and track material can be piled 
in an open area at the end of cut 
or fill, it must be realized that such 
double handling is a non-produc- 
tive expense. 

Rail-laying methods affect the 
choice of unloading site. Where rail 
is laid by hand (without crane or 
rail-handling machine) it is ex- 
tremely important that the material 
be unloaded to provide for the 
minimum amount of jockeying of 
rail during laying, and the footing 
conditions and distance of lift 
should be considered. 

We feel that this question should 
be thoroughly reviewed in the light 
of controlling factors toward the 
end that maintenance men will de- 
rive the most benefits from the least 
expense. Each case may present a 
slightly different pattern, suggest- 
ing the desirability of analyzing 
each problem separately and mak- 
ing a decision based on the tangible 
factors. 


No Final Answer 


By T. M. von SpRECKEN 


Assistant to Chief Engineer, Southern, 
Washington, D. C. 


This question cannot be an- 
swered with finality. The depth to 
which it is buried, the age and con- 
dition of the pipe all affect the 
answer, and each proposition must 
be studied and decided on its 
merits. 

As a general rule, the salvaging 
of buried pipe from abandoned 
water-station lines has been found 
to be uneconomical. Most of it has 
been in the ground for a long time 
and requires cleaning before it can 
be re-used. This, added to the cost 
of recovering the pipe, generally 
leaves little or no profit from the 
operation. 

In times of scarcity of new mate- 
rial it may be advantageous to re- 
cover pipe left in the ground either 
on a basis of necessity or economy. 
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On our road, in practically all 
cases studied, the conclusion was 
reached that it was best to leave 
the pipe in the ground. 


Weigh Each Operation on Merit 


By H. G. CarTER 
Chief Engineer, Central of Georgia, 
Savannah, Ga. 


The matter of recovering cast 
iron pipe from abandonned water- 
ing facilities resolves itself into a 
problem in economics. 

Since cast iron pipe is sold bas- 
ically on a weight basis, which 
varies as the diameter and class of 
the pipe, and because the salvaging 
of the pipe presents a different 
problem at each location, each sal- 
vaging operation must be weighed 
on its own merits. 

Consideration must be given to 
the length of time the pipe has been 
in service as well as the type of 
water that has passed deenah the 
pipe while in service. In most in- 
stances we find that after long 
service the pipe is partly filled with 
sediment. This, in some instances, 
results from chemical deposits and 
presents a difficult problem in 
cleaning the pipe for reuse. 

In some cases engine-water pipe 
lines are laid adjacent to tracks, 
paralleling them for some distance, 


which increases the cost of recoy- 

ery. 

Recovery of this pipe also re- 
sults in softing the roadbed to the 
extent that future track mainte- 
nance is increased for the period 
of time the roadbed is recovering 
its stability. Again in many in- 
stances pipe lines were laid across 
open country from the track to the 
source of water supply. Some of 
these locations have been devel- 
oped and we find that the surface 
of the ground has been changed 
due to filling, street paving, and 
in some instances buildings have 
been erected over the location. 

Were there any restrictions on 
the sale of cast iron pipe, salvaging 
would be more advisable, but with 
the present market the salvage cost 
must be given first consideration. 
This is because railroad labor is 
paid a high rate and few roads 
are equipped with the proper type 
of machines to enable them to 
carry on an economical salvaging 
operation. 

Where there are no obstructions 
to the work of salvaging, and this 
work can be carried on with a 
drag line, we have found it advis- 
able to recover cast iron pipe as 
follows: 

Diameter of pipe Depth of cover 
6 in Upto3 ft 
8in Up to 4% ft 

10 in and over Upto6 ft 





Using Intertrack Space for Material 


When renewing rails in multiple-track territory, should the 
new rail and fastenings be unloaded in the intertrack space 
or on the shoulders? What factors affect the choice of either 


location? Why? Explain. 


Study All Factors 


By G. W. MILLER 
Engineer Maintenance of Way, Canadian 
Pacific, Toronto, Ont. 


Methods to be followed when 
unloading rail in multiple-track ter- 
ritory will depend on the usual 
factors that affect any railway 
maintenance or construction pro- 
gram. A procedure that may be ac- 
ceptable at one location would not 
necessarily be satisfactory in an- 
other. 

Maintenance officers concerned 
with the project must study 
all factors and determine the pro- 
cedure which is most economical. 

The following items, or a com- 
bination of them, will determine if 


rail and fastenings may be un- 
loaded in the intertrack space or on 
the shoulders: 

(1) Season—In_ northern areas 
track materials should not be un- 
loaded between tracks during win- 
ter months when the ground is 
frozen or when snow is on the 
ground, unless such material is to 
be installed immediately. If this 
material is covered with snow after 
being unloaded, employees may 
trip over the rail while walking be- 
tween the tracks. 

(2) Traffic—Where trains are fre- 
quent, it may be possible to delay 
them by issuance of train-order 
protection or by flag protection as 
material is being unloaded from the 
side of the car by means of a 
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crane. Some type of protection 
should always be provided where 
the boom of the crane or material 
being unloaded will foul the clear- 
ance lines of the adjoining track. 

(3) Unloading Equipment and 
Tools—Unloading hooks with a nar- 
row roller are in use for unloading 
rail from flat cars. The rail is 
dropped over the side of the car. 
As the train moves forward the rail 
rolls to the ground with a short 
drop at the end of the tie without 
affecting the adjoining track. This 
device will permit material to be 
unloaded in the intertrack space. 

Where materials are supplied in 
open-top gondola cars and handled 
with a crane, it is not desirable to 
unload in the intertrack space un- 
less flag or other protection is pro- 
vided for trains on the adjoining 
track. 

When the rail or other ma- 
terial has been placed on the 
ground, someone should see that it 
cannot os toward the running rail 
due to vibration. 


(4) Rail-Laying Equipment — 


Where a Burro or other type of 
self-propelled crane is used to pick 
up rail and place it on the tie 
plates, very little time will be lost 
if this rail is handled from the 
shoulder rather than from the in- 
tertrack space. The desirable pro- 


cedure, however, is to unload the 
rail and fastenings at the ends of 
the ties, whether on the shoulder 
and/or in the intertrack space to 
minimize handling. 


Shoulder Unloading Desirable 


By C. E. WELLER 


Division Engineer, Illinois Central, 
Jackson, Tenn. 


If the shoulder is wide enough 
and can be reached, it is desirable 
to unload the new rail material in 
this area. In metropolitan areas, in- 
dustry tracks will be switched from 
the shoulder area and, in many in- 
stances, there will not be room for 
track material without creating a 
serious injury hazard. In such cases, 
there is no choice but to unload in 
the intertrack space. Then too, 
when rail is laid on the center 
tracks in territories where three or 
more tracks are in service inter- 
track space must be used. When it 
is necessary to unload in the inter- 
track area, work must be performed 
under flag protection and, in many 
cases, it is desirable and necessary 
to restrict the speed of trains on the 
adjacent tracks. 
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PRODUCTS OF MANUFACTURERS... 


- New, improved equipment, materials, devices 





CAMBERED BOOM 
FOR DRAGSHOVELS 


GREATER digging depth, digging 
radius and digging force, plus eas- 
ier dumping, are said to be advan- 
tages derived from the new cam- 
bered boom now being offered by 
Bucyrus-Erie Company, South Mil- 
waukee, Wis. 

The new boom for mounting on 
the Model 10-B, 15-B and 22-B 
dragshovels is reported to be par- 
ticularly useful in digging sewer 
trenches, basements, pipe lines or 
conduits, as well as for other utility 
and small contracting jobs. 

Cambering of the boom allows 
extra room for digging over corners 


of the crawlers and also allows a 
dragshovel to be positioned farther 
from the edge of an embankment 
while working. 

The dipper design has also been 
changed to provide more heel 
clearance; an increased slope to 
dipper sides for cleaner dumping; 
a longer lip which digs in easier 
and offers a longer shelf for heap- 
ing higher loads; and side cutters 
with straight cutting edges which 
offer less resistance to penetration. 
Another advantage stated is that 
the dipper can be raised higher 
and brought in closer without spill- 
age. A deflecting sheave on the 
underside of the boom prevents the 
dipper from going into the toggle. 





TRACTOR-SHOVELS 


TWO COMPLETELY NEW four- 
wheel drive Payloader _ tractor- 
shovels have recently been an- 
nounced. These machines, Model 


HU of 1-cu yd heaped capacity and 
Model HH of 1% cu yd heaped ca- 
pacity, are a product of The Frank 
G. Hough Company, Libertyville, 
Ill. According to the manufacturer’s 
announcement, the principal fea- 
ture in the design of these models 
permits 40 deg of bucket “break- 
out” at the ground level. Also, the 
use of breakout pads on the ground 
as a fulcrum for leverage in the 
“pry-out” action is said to transfer 
opposing load forces directly to the 
ground instead of through the 
wheels and hydraulic system of 
the machine. Both units are avail- 
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New Products (Cont'd) 





able with either gasoline or diesel 
power. They are equipped with 
sealed pressurized hydraulic sys- 
tems and 12-volt battery systems 
on the gasoline-powered models. 
Torque converters, full-reversing 
transmissions, double-acting hy- 
draulic rams with chrome-plated 
piston rods, hydraulic brakes and 
power steering are standard on both 
models. Load-shock accumulator 
devices are optional. 


WEED AND BRUSH KILLER 


TWO NEW developments in its 
products for controlling weed and 
brush growth on right of ways have 
been announced by E. I. Du Pont 
de Nemours & Co., Wilmington, 
Del. 

One of the developments is a 
new, more concentrated formula- 
tion of “Ammate” weed and brush 
killer, to be known as “Ammate X.” 
The new formulation contains 95 
per cent of the active ingredient 
ammonium sulfamate, instead of £0 
per cent. The new product should 
normally be used at the rate of 
60 Ib per 100 gal of water instead 
of the 75 lb formerly required. 
Containers for the new formula- 
tion will be 60-lb bags and 40-lb 
fiber drums, corresponding to the 
previous 75-lb and 50-lb  con- 
tainers. 

Like its predecessor, “Ammate X” 
is recommended as a foliage spray 
for control of woody plants and as 
a stump treatment to prevent re- 
sprouting. The chemical is non- 
volatile and reportedly does not 
leave soil unproductive for long. 
It contains a corrosion inhibitor 
and is claimed to be low in toxic 
hazard to people and animals when 
used as directed. 

The other development an- 
nounced by DuPont is a new 
method of brush control using 
“Telvar W” weed killer. The herbi- 
cide is now recommended for right- 
of-way use in six states as a chemi- 
cal control of trees and brush by 
soil application. For effective kill, 
the stem of the plant is encircled 
with a ring of spray, about a foot 
from the base. It is not necessary to 
wet the stem of the plant. The 
sprayed ring should be about 4 in 
wide. Treatment is reportedly effec- 
tive at any time of the year. Two 
to four ounces of the chemical are 
used in each gallon of spray. 

Present recommendations for this 
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method of using “Telvar W” apply 
to only Oklahoma, Texas, Kansas, 
Missouri, Arkansas and Louisiana. 
Test work is continuing, to see if 
the same recommendation can be 
adapted to climatic conditions, 
plant species and soil types in other 
areas. Woody plant species which 
have been controlled by _ this 
method include elm, red cedar, 


EARTHMOVER IMPROVED 

A BOOST in engine power to 262 
hp is a feature of the new Inter- 
national 75 Payscraper, announced 
recently by the International Har- 
vester Company, Chicago. 

To take care of the 314-per cent 
boost in power, the entire power 
train has been strengthened. In- 
creased gear reduction at the final 
drive is said to put less torque on 
the transmission, and reduce shock 
loads. 

Radiator capacity has been in- 
creased for greater cooling of the 
larger engine. Improvements have 


persimmon, hackberry, willow, su- 
mac, buckbrush, and various spe- 
cies of oak. 

Applications made during the 
growing season usually affect the 
plant within about a month, ac- 
cording to reports. Applications 
made during the dormant season 
may not show any effects until after 
the plants leaf out. 


“SADE, Seamer a8 1 


been made in the air system, with 
a new compressor, new governor 
controls and a new air-line ar- 
rangement being added. 

The Payscraper is the largest 
high-speed, rubber-tired — earth- 
mover in the International line. 
With the larger diesel engine, it 
can scoop up an 18-cu yd heaped 
load, then carry the load at more 
than 24 mph. 

Other features of the new Pay- 
scraper are improved hydraulic 
steering, a new disc-type cable con- 
trol and a new air-assisted clutch 
release. 





RUBBER-TIRED 
UTILITY CRANE 
A NEW SELF-PROPELLED one- 


man operated, rubber-tired utility 
crane with 15 tons lifting capacity, 
known as the UC-68, has been 
announced by the Link-Belt 
Speeder Corporation, Cedar Rap- 
ids, Iowa. It is said that this crane 
works equally well with crane, 
clamshell, dragline, lifting-magnet, 
shovel and hoe attachments. It has 
a travel speed of 7 mph. The UC- 
68 is equipped with an independ- 
ent rapid boom hoist which pro- 


vides controlled power for raising 
and lowering the _ ote The boom- 
ing-up device is friction-clutch 
driven while booming-down is con- 
trolled mechanically by a ratchet- 
and-pawl mechanism which acts 
against engine compression, or a 
boom-hoist lowering clutch. The 
crane is also equipped with re- 
versing clutches on either or both 
main drums and_ independent 
swing and travel. 


Power is supplied by a gasoline 
engine equipped with a_ torque 
converter. A two-speed travel gear 
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“CANCEL OUR ORDER FOR THE LAST 
THREE CARS OF HERBICIDOL 


“WHY ?” 


“We gave you our order for 10 cars—the same as in 1954. 





“We were much pleased to find growth this year far less than we had 
anticipated—carry-over benefits were impressive.” 


“We did a nice job on coverage with three cars less than ordered.” 


“Bad news from your standpoint for 1955, but we are more than ever sold 
on poisonous type HERBICIDOL. The low cost per mile pleases us.” 


“We were never able to get this carry-over benefit from non-poisonous types 
of weed killer.” 


* * * * * * 





This is just one more railroad that has‘ found HERBICIDOL by far the 
most economical and effective type of weed killer. 


If you would like to put on some tests at our expense, let us hear from you. 


THE READE MANUFACTURING CO., INC. 


CHEMICAL WEED KILLERS 
Jersey City 2, N. J. 
Works: 


JERSEY CITY @® CHICAGO ®@ KANSAS CITY 
MINNEAPOLIS @ BIRMINGHAM ®@ STOCKTON 
WESTERN OFFICE: CHICAGO 28, ILL. 
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arrangement provides a range of 
two travel speeds in each direction. 
The machine is equipped with 


four-wheel brakes and a_ parking 
brake which is actuated from the 
operator’s position in the cab. 


CRAWLER TRACTOR 
A TURBOCHARGED 286-hp die- 


sel engine drives the new Caterpil- 
lar D9 crawler tractor which is 
reported to develop 230-drawbar 
hp, according to an announcement 
of the manufacturer, the Caterpil- 
lar Tractor Company, Peoria, IIl. 
This new tractor has a length of 
17 ft 10 in; a width of 9 ft 11 in; 
and a height of 8 ft 9 in excluding 
the exhaust pipe and air cleaner. 
The ground clearance is 21 in and 
the gage is 90 in. 

The 6%-in by 8-in, 6-cylinder, 
turbocharged Caterpillar diesel en- 
gine is said to deliver 286 hp at 
1200 rmp for both the torque con- 
verter and direct-drive models. It 
has a 2-cylinder gasoline starting 
engine equipped with a 6-volt elec- 
tric starter. The engine features 
short valve push rods, made possi- 
ble because the camshaft is set 
high in the block; stationary oil jets 
which provide a continuous stream 
of oil to cool the pistons, camshaft 
and followers; and_steel-backed 
aluminum bearings with the lower 
half of the center main bearing de- 
signed to take the camshaft thrust 
on a flange-type bearing. 

Pressure lubrication and full-flow 
filtration are provided in the engine, 
transmission, steering-clutch-re- 
lease booster and each final drive. 
Pressure lubrication is also pro- 
vided for the oil clutch and start- 
ing engine. 

The torque converter model has 
a three-stage, 5-to-1 torque multi- 
plication unit which uses diesel fuel 
as the hydraulic fluid. Torque- 
converter fluid cooling is provided 


70 JULY, 1955 


by a water-type heat exchanger. A 
19-in single-plate dry type flywheel 
clutch is used with this model. 
Three forward speeds up to 7.8 
mph and two reverse speeds are 
provided in the torque-converter 
model. The direct-drive model has 
six forward and six reverse speeds 
ranging from 1.6 to 6.8 mph. 

All accessories are driven from a 
gear at the rear of the crankshaft to 


reduce torsional vibration. A con- 
stant power drive has been pro- 
vided for rear-mounted equipment, 
such as cable controls, which is 
said to provide power regardless of 
whether the flywheel clutch is en- 
gaged or when the torque con- 
verter is operating at lowest speeds. 

The conventional drive D9 
weighs 56,200 lb and the torque 
converter model weighs 56,650 Ib. 





PORTABLE SPRAYER 


DESIGNED for use in weed-kill- 
ing operations along the right of 
way, is a portable power sprayer 
with a 100-gal % announced 
recently by Farmrite Sprayer, Inc., 
Clyman, Wis. 

Called the Brushmaster, the 
unit is powered by a Kohler K160 
gasoline engine. The engine de- 
velops 6.6 hp and weighs only 80 
Ib. It has a silencer-type muffler, 
oil-bath air cleaner, flyball gov- 


ernor, fuel filter, ball bearings at 
both ends of the crankshaft and a 
dustproof, moistureproof breaker- 
point assembly. The engine, tank 
and control valves are mounted 
on a skid to permit easy loading 
and unloading. 


AC-DC WELDING MACHINE 


A SINGLE machine which will 
provide either ac or de current for 
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welding has been announced by 
the Harnischfeger Corporation, 
Milwaukee, Wis. Known as _ the 
P&H model DA-200, the welding 
machine has a range from 7 to 275 
amp ac and from 7 to 200 amp de. 
The unit operates on 220 or 440- 





volt, 50 or 60-cycle, single-phase 
current and is equipped with a 
P&H Dial-lectric control which is 
said to provide instantaneous heat 
selection. The DA-200 has no mov- 
ing parts, and can be furnished 
with a remote control radio-type 
dial for use at the scene of the 
work. 


FRONT-END LOADER 


A NEW l-cu. yd. front-end loader 
with torque converter has been 
added to the Pettibone “Speedall” 
front end loader line, manufactured 
by the construction equipment divi- 
sion of the Pettibone Mulliken 
Corporation, Chicago. Powered by 
gasoline (Model 10) or diesel (Model 
10D) engines, this new smaller 
capacity loader joins the 14-cu. yd. 
Model 15 Series Speedall, which the 
manufacturer made available for 
national distribution last summer. 
The machine is so designed that 
when the bucket is centered over a 
truck, 7 ft. above the ground, the 
front tires of the loader are 2 ft. 
away from the truck body thus elim- 
inating the loss of time ordinarily 
required for spotting such loaders. 
The manufacturer claims that the 
following features are outstanding 
in the Speedall loaders: High dump 
and long reach; torque converter 
power transmission; and low cost 
of maintenance and operation. 
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Why section gangs 
work faster with 
these two aluminum 
track jacks 





Ask Tony or Joe or any of the 
boys who worked with either of 
these Duff-Norton aluminum track 
jacks, and you'll get the same story. 
They like them because they’re 
25% and 334%% lighter than jacks 
with malleable iron housings. Be- 
ing lighter in weight they are 
easier to carry and spot. With less 
energy expended in handling un- 
necessary dead weight, the gang is 
able to do more work. 

Write the world’s oldest and 
EASY TO largest manufacturers of lifting 

CARRY jacks for TRACK JACK Bulletin 
AD18-F, Duff-Norton Company, 
P. O. Box 1889, Pittsburgh 30, Pa. 
Canadian plant—Toronto 6, Ontario. 





























































1. No. 517BA Single Acting Sur- 
facing Jack can raise 15 tons 
5 inches, weighs only 31 Ibs. 


2. No. 117A Single Acting Track 
Jack can raise 15 tons 13 inches, 
weighs only 46 lbs. 


UFF-NORTON 
Jacks 


"Giving Industry A Lift Since 1883” 
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Changes in Railway Personnel 


Engineering 


F. W. Campbell, district engineer on 
the Canadian National at Montreal, Que., 
has been advanced to engineer mainte- 
nance of way, Central Region, with head- 
quarters at Toronto, Ont., succeeding 
D. W. Blair, whose promotion is noted 


elsewhere in these columns. E. S. English, 
district engineer at Winnipeg, Man., has 
been transferred to Montreal to replace 
Mr. Campbell. C. J. Morris, office en- 
gineer at Toronto, has been promoted to 
the newly created position of assistant to 
chief engineer, Central Region, at that 
point. 


Higher quality weld structure 





»»eless crack sensitivity 


» 


Lincoln Manganweld does it for less money 


@ Deposits are high manganese 
—molybdenum—copper alloy 

@ Resistance to abrasion and im- 
pact equal to heat treated cast 
manganese steel 

@ Thoroughly tested by A.R.E.A. 
and individual railroads 
Maximum life at low cost is 

attained by use of Lincoln Man- 

ganweld in build up of frogs and 


crossings. Weld metal is de- 
posited faster, with greater ease 
because there is less arc blow, 
less spatter. 


GET FACTS ON MANGANWELD. 
Send for Bulletin 466 by writing 
The Lincoln Electric Railway Sales 
Company, 11 Public Square, 
Cleveland 13, Ohio. Railroad 
Representatives of... 


THE LINCOLN ELECTRIC COMPANY 
CLEVELAND 17, OHIO 
The World’s Largest Manufacturer of Arc Welding Equipment 


JULY, 1955 


| transitman at 


| 


J. J. Healy, who has been named as- 
sistant division engineer on the Boston 
& Maine at Winchester, Mass. (RT&S, 
June, page 60), was born at Charlestown, 
Mass., February 7, 1905. He attended 
Northeastern University where he re- 





ceived a BS degree in civil engineering 
in 1929. He began his railroad service in 
April 1928 as a chainman on the B&M, 
later serving as a rodman, draftsman and 
Boston until being ap- 
pointed assistant B&B supervisor at that 
same point in July 1943. In August 1949 
he was promoted to supervisor B&B at 
Boston, serving there until his recent pro- 
motion. 


B. V. Bodie, chief engineer on the 
Gulf, Mobile & Ohio at Mobile, Ala., 
has been named assistant vice-president 
and chief engineer at that same point. 

Mr. Bodie was born at Pittsburgh, Pa., 
January 13, 1910. He attended Baltimore 
Polytechnic Institute and Johns Hopkins 





(Foes 
B. V. Bodie 


| University where he received a Bachelor 


of Engineering degree in 1933. He began 
his railroad service in 1928, working dur- 
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ing school vacation as a clerk in the car 
service department on the B&O. After 
completing his formal schooling he 
worked with the U. S. Geodetic Survey 
Corps as a rodman. In May 1944 he 
joined the PRR as a signalman helper at 
Baltimore. In August 1935 he was ap- 
pointed rodman on the Alton at Bloom- 
ington, Ill., later being advanced to in- 
strumentman. He subsequently served as 
an instrumentman in the B&B engineer's 
and chief engineer’s offices until being 
appointed trainmaster in January 1942. 
Mr. Bodie became division superintendent 
in December 1943, serving in this same 
capacity after the Alton was taken over 
by the GM&O. He was promoted to chief 
engineer in August 1951. 


H. B. Christianson, Jr., division en- 
gineer on the Rock Island at Des Moines, 
lowa, has been advanced to the newly 
created position of assistant chief en- 
gineer, with headquarters at Chicago. 


T. T. Word, who has been promoted 
to division engineer on the Santa Fe at 
Wellington, Kan. (RT&S, June, page 58), 
was born at Alfred, Tex., November 8, 
1901. He attended the University of 
Texas where he received a BS degree in 





T. T. Word 


civil engineering in 1924, and began his 
railroad service with the Panhandle & 
Santa Fe at Slaton, Tex., in September 
1925. He worked successively as a chain- 
man, rodman, draftsman, transitman and 
assistant engineer until being promoted 
to roadmaster on the AT&SF at Welling- 
ton in February 1951. 


R. A. Boerke has been appointed engi- 
neer of tests on the Burlington, with 
headquarters at Aurora, Ill., succeeding 
F. W. Dunning, who has retired after 
more than 38 years of service. 


C. H. Newlin, bridge and building su- 
pervisor on the Southern at Bristol, Va., 
has been promoted to engineer of bridges, 
Eastern Lines, with headquarters at Char- 
lotte, N. C., succeeding H. C. Libby. 


T. W. Avery, assistant chief engineer 
on the Kansas City Terminal at Kansas 
City, Mo., has been promoted to chief 
engineer at that same point, succeeding 


F. J. Ackerman, who has retired after 42 
years of service. 


G. R. Collier, division engineer on the 
Gulf, Colorado & Santa Fe at Temple, 
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Look what you 
get in the new 


CR-35! 


@ Independent Trav- 
el, Forward & Re- 
verse 

@ Turns INSIDE 40’ 
Circle 

@ 360° Full Circle 
Swing 

@ Power Up & Down 
Boom Hoist 

@ Hydraulic Precision 

Steering 

All-Vision Cab 

@ Works with 9 dif- 
ferent Attach- 
ments! 


lowa. 
















* AS SHOWN with 
crane boom, outrig- 
gers, hook block, 
(less boom safety 
stops), f.o.b. Waverly. 


No OTHER MACHINE of this size has ever offered so many time and money 


saving features! Lifting big loads. . 


- maneuvering in tight spots where other rigs can’t 


go, the New BANTAM will let you realize greater speed and economy than you thought 
possible. You can't afford NOT to investigate the revolutionary New CR-35! WRITE TODAY. 


f 











CARRIER OR CRAWLER BANTAMS are out- 

standing performers, too! Mobile Carrier Ban- T.35A 
tam ideal for scattered assignments . . . travels 
up to 40 MPH! Crawler Bantam works in bad 
ground conditions where other rigs can’t go... 
features 2-speed independent travel! 





World’s Largest Producers of Truck-Cranes and Excavators, 

SCHIELD BANTAM Name hie SA 
COMPANY 

284 Park Street, Waverly. lowa Tite ee 

Please send me the FREE Bro- Company 

chure on Materials Handling with a ricer aT ee 

a Bantam! Address ie os SP ie ay" 

RT-11 
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Tex., has been promoted to district engi- 
neer at Galveston, Tex., succeeding J. E. 
Eisemann, who has been named district 
engineer on the Southern district, West- 
ern Lines, of the AT&SF at Amarillo, 
Tex., succeeding J. W. Walter, who has 
retired. W. S. Autrey, roadmaster at Tem- 
ple, succeeds Mr. Collier as division en- 
gineer at that same point. 


R. R. Gunderson, bridge and structural 
engineer on the Western Maryland, at 
Baltimore, Md., has been appointed to 
the newly created position of engineer 
maintenance of way at that same point. 
E. D. Billmeyer, division engineer at 
Cumberland, Md., has been promoted to 
bridge and structural engineer to replace 
Mr. Gunderson. R. B. Wooters has been 
named division engineer at Cumberland, 
succeeding Mr. Billmeyer. 


A. V. Johnston, assistant chief engi- 
neer on the Canadian National, has been 
promoted to chief engineer at Montreal, 
Que., succeeding R. O. Stewart, who has 
retired. Mr. Stewart will be retained by 
the CNR as a consulting engineer for the 
Montreal Terminal development and 
other special projects. H. J. Fast, assist- 
ant to chief engineer, has been appointed 
assistant chief engineer, replacing Mr. 
Johnston, H. C. T. Boyd, assistant chief 
research, has been named assistant to 
chief engineer, replacing Mr. Fast. 

Mr. Johnston was born at St. Thomas, 
Ont., July 31, 1909. He attended Colle- 
giate Institute at St. Thomas and Queen’s 
University where he received a BS degree 
in engineering in 1935. He began his rail- 
road service in August 1927 on the St. 
Thomas division of the CNR, working 
as a helper, bridge man and bridge car- 
penter until July 1936 when he was ap- 
pointed bridge and building master. In 
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NOW Is the Time to Plan 
For Next Winters Snow... 


What you do now will have a vital bearing on how well 
you meet the hazards of next winter’s snow and ice. On 
road after road, the economies and convenience of RAIL- 
TEL Switch Heaters—have been proved in the field. 
Designed for use with propane, city or natural gas, these 
switch heaters may be operated manually or by remote 
control. Uniform operation is maintained under all traffic 


and weather conditions. 


Write, wire or phone for complete information. 


Hoboken + Chicago * St. Louis 
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May 1941 he was promoted to assistant 
division engineer on the Belleville (Ont.) 
division and was advanced to division en- 
gineer in December 1942. In August 1946 
Mr. Johnston was named senior assistant 
engineer, Central Region, at Toronto, 
later being promoted to office engineer at 


A. V. Johnston 


that same point. He was advanced to as- 
sistant chief engineer of the Central Re- 
gion in November 1949 and in April 
1950 was appointed office engineer, sys- 
tem at Montreal. He became assistant 
chief engineer, system, at Montreal in 
February 1950. 

Mr. Stewart was born at Lindsay, Ont., 
May 19, 1889. He attended the Univer- 
sity of Toronto where he received a civil 
engineering degree in 1911 and following 
graduation was employed in the engi- 
neering department of the Dominion 


R. O. Stewart 


Bridge Company. He began his railroad 
service in 1913 as an assistant engineer 
in the bridge department of the Canadian 
Government Railways at Moncton, N.B. 
After organization of the CNR system, 
Mr. Stewart became assistant engineer of 
bridge standards at Toronto and Mont- 
real successively. He subsequently served 
as engineer of bridges and assistant chief 
engineer of construction before being ap- 
pointed chief engineer, system, in 1952. 

A photograph of Mr. Fast and a bio- 
graphical sketch appeared in the April 
issue of RT&S on the occasion of his 
appointment as assistant to chief engi- 
neer. 

Mr. Boyd, a native of the Island of 
Perang off the coast of Malaya, is a 
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graduate of Cambridge University, re- 
ceiving an MA degree in mechanical sci- 
ences in 1927. He came to Canada in 






























































M. C. Bitner, engineer maintenance of 
way on the Pennsylvania at Chicago, has 
been appointed general superintendent, 
methods and cost control, in the office of 
the chief engineer, system, at Philadel- 
phia. J. J. Baffa, supervisor track at Chi- 
cago, has been promoted to assistant di- 
vision engineer at New York, succeeding 
J. T. Evans, who has been advanced to 
division engineer of the Delmarva divi- 
sion with headquarters at Cape Charles, 
Va. Mr. Evans succeeds K. A. Werden, 
who has been named .division engineer, 
special duty, in the office of the chief 
engineer at Philadelphia. J. W. Diffen- 
derfer, supervisor of track at Johnstown, 
Pa., has been promoted to assistant divi- 


sion engineer, special duty, in the office 
of the vice-president at Philadelphia. 


C. A. Colpitts, assistant chief engineer 
on the Canadian Pacific at Montreal, 
Que., has been promoted to chief engi- 
neer, succeeding R. A. Emerson, whose 
advancement to vice-president, operations 
and maintenance, was announced in the 
June issue. G. E. Shaw, engineer of 
bridges, has been named assistant chief 
engineer to replace Mr. Colpitts. C. Neu- 
feld, assistant engineer of bridges, has 
been promoted to engineer of bridges, 
succeeding Mr. Shaw. J. M. Bentham be- 
comes assistant engineer of bridges to 
replace Mr Neufeld. 

Mr. Colpitts joined the CPR’s engi- 





H. C. T. Boyd 


1929, and after working in private busi- | 
ness and with various engineering firms, | 


went to India to serve with the Military | 
returned to Canada and was engaged in | 
defense projects until 1944 when he | 
joined the CNR as assistant engineer in | 
the research and development depart- | 
ment. He was appointed assistant chief | 


Engineering Services in 1936. In 1939 he 


of research in December 1953. 


D. W. Blair, engineer maintenance of 
way, Central Region, Canadian National, 
has been named assistant chief engineer, 
Atlantic Region, with headquarters at 
Moncton, N.B. Mr. Blair succeeds E. W. 
G. Chapman, who has retired. A photo- 
graph of Mr. Blair and a sketch of his 
railroad career appeared in the April issue 


of RT&S on the occasion of his advance- | 


ment to engineer maintenance of way. 


B. E. Pearson, whose promotion to | 
chief engineer of the Duluth, South Shore | 


& Atlantic at Marquette, Mich., was an- 


nounced recently (RT&S, May, page 64), | 


was born at Marquette on May 21, 1920. 
He attended the Michigan College of 





B. E. Pearson 


road service with the DSS&A in 1941 as 
a chairman at Marquette. He served suc- 
cessively as instrumentman, assistant en- 
gineer and acting supervising engineer at 
that point until his recent promotion. 
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Burro Cranes are the busiest units 
on the road because they can work 
anywhere .. . do virtually any- 
thing ... and do it faster at lower 
cost. Burro’s low overall height 
and short tail swing permit effi- 
cient operation on a flatcar ... 
fast travel speeds and powerful 
draw bar pull give it a wider 


operating range on the track. 





RROS 


Write for Bulletins on Burro Cranes 


- 


Do Mellor 


Only BURRO Cranes 
Give You All These 
Advantages 





@ Fast travel speeds . . . up to 22 
MPH 


@ Draw bar pull of 7500 lbs. 
(often eliminates need for work 
train or locomotive) 


® Elevated Boom Heels for work- 
ing over high sided gondolas 

@ Short tail swing — will not foul 
adjoining track 


Low overall height — Burro can 
be loaded and worked on a 
standard flatcar. 
















CULLEN-FRIESTEDT CO. ey 
1301 South Kilbourn Avenue @ Chicago 23, Ill. 7» =e 
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neering department in 1926 following his 
graduation from the University of Mani- 
toba with a BS degree in civil engineer- 


Cc. A. Colpitts 


ing in 1933. Prior to that time ne had 
worked in the construction department at 
various points in western Canada on a 
part-time basis while attending school. In 
July 1934 he was promoted to transitman 
and served in this capacity until April 
1941 when he was appointed roadmaster 
on the Edmonton division. In December 
of that same year he was promoted to 
division engineer at Saskatoon, Sask., 
later serving in this same capacity at 
Vancouver, B.C. He was named assistant 


Here’s how we 





AVE ON RAILS 


BUY “GUARANTEED " RELAYERS” 





Handle more cars better — spend less 
to install and maintain with Relayers 
from Foster. “Open-stock” shipments 
from Foster warehouses, all sections 
12+ thru 1754+ — plus Switch Materi- 
als and Track Equipment items. 

Send catalogs (] Rails (1) Track Equipment 
(1) Send Free ‘Track Maintenance’ Book RT-7 


RAILS - TRACK EQUIPMENT - PIPE - PILING 





LEEVOSTLA( co 
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district engineer on the British Columbia 
district in May 1949 and became district 
engineer at that same point in February 
1950. From October 1950 to October 
1951 he served as engineer of track, sys- 
tem, at Montreal before being named as- 
sistant chief engineer, system at that 
point. 

Mr. Shaw, a graduate of McGill Uni- 
versity with a BS degree in 1924 and an 
MS degree in 1925, began his railroad 
service in May 1925 as a draftsman in 


G. E. Shaw 


the bridge department. In July 1928 he 
was promoted to assistant engineer, be- 
coming assistant engineer of bridges in 
July 1941. He was advanced to engineer 
of bridges in 1946. 


W. E. Griffiths, assistant chief engineer, 
Central Region, Canadian National, at 
Toronto, Ont., has been promoted to 
chief engineer at that point, succeeding 
K. Huffman, who has retired. 

Mr. Griffiths was born in Ilford, Eng- 
land, and was graduated from McGill 
University in 1931. After serving with a 
number of engineering companies and as 


W. E. Griffiths 


an engineer for the city of Toronto, he 
entered railroad service in 1937 as a con- 
crete inspector on the CNR. Later he 
served as an instrumentman, assistant en- 
gineer and assistant division engineer at 
Montreal, Que. In 1944, he was ap- 
pointed division engineer at Ottawa, Ont., 
and in 1946 was transferred to Montreal 
in the same capacity. Later that year, he 
was appointed general maintenance in- 
spector in the office of the chief engineer, 


becoming engineer of track at Montreal 
in November 1947. He was promoted to 
assistant chief engineer, Central Region, 
in June 1950. 

Mr. Huffman was born at Toronto, 
Ont., May 12, 1889. He began his rail- 
road service with the CNR as a drafts- 
man in February 1910. He subsequently 


served as assistant engineer, draftsman, 
and acting division engineer before being 
appointed engineer of construction, Cen- 
tral Region, in February 1940. He was 
named chief engineer, Central Region, at 
Toronto in August 1951. 


Track 


W. J. Rigney, whose promotion to su- 
pervisor of track on the Central of New 
Jersey was announced recently (RT&S, 
June, page 60), was born at New York 
on November 9, 1923. He graduated from 
Lehigh University in February 1950, and 
began his railroad service with the New 
York Central as a rodman and transit- 
man at Poughkeepsie, N. Y., following 
graduation. In September 1952 he was 
promoted to assistant supervisor of track 
at Fonda, N. Y., and in September 1954 
was appointed to the Methods & Pro- 
cedures Committee at New York. 


J. W. Campbell, assistant roadmaster 
on the Seaboard Air Line at Hamlet, 
N. C., has been promoted to roadmaster 
of the Georgia division, with headquar- 
ters at Clinton, S. C., succeeding C. T. 
Nix, deceased. Mr. Campbell is a native 
of Greenville, S. C., and before becoming 
associated with the Seaboard in March 
1942 he had obtained other railroad ex- 
perience. He has served the Seaboard as 
apprentice foreman, section foreman, 
foreman of extra gangs and assistant 
roadmaster. 


H. F. Kanute, who has been appointed 
roadmaster of the Frisco at Springfield, 
Mo. (RT&S, June, page 64), was born 
September 17, 1903, at Mason City, Iowa. 
He attended the University of Kansas 
where he received a BS degree of civil 
engineering in 1926, and began his rail- 
road service with the MK&T as an in- 
strumentman at Parsons, Kan. in Janu- 
ary 1927. He worked on highway con- 
struction in eastern Kansas from June 
1932 to July 1934 when he was appointed 
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HOW GOOD A SPOKESMAN ARE YOU 
FOR THE RAILROAD INDUSTRY? 


How well can you represent your industry? 


Do you know what’s going on in other communities 
and other states on practices and rulings laid down 
by the I.C.C.? Do you know what’s going on in 
Washington affecting your industry and your job? 
Do you know what’s being done by your railroad 
and other railroads to better railway conditions? Are 
you aware of the treatment accorded your business 
and its competition? 


Can you answer such questions —and know what 
you're talking about? 


If you get your own copy of Railway Age regularly, 
you can, unquestionably. For Railway Age is the 
recognized source of information which enables each 


of its readers to act as a well-informed spokesman of | 


the industry. 


Six members of Railway Age’s 25-man editorial staff 
work full time to sift all the railway news, analyze 
and interpret it for you—and present it each week in 
concise, readable language. Railway Age maintains a 
complete editorial news staff in Washington, D. C., 
which constantly reports all developments in the 
Nation’s Capitol of railroad significance. 


Yes, the news pages in this publication are one of our 
many exclusive services to readers. And no effort is 
spared to give you all the railway news promptly and 
accurately week after week—and screened for you 
by experienced railroad reporters who know what is 
important and what isn’t. This information, as re- 
tained by our readers in file form for reference, con- 
stitutes an authoritative chronicle of railway events, 
and developments in the making. 


Join the thousands of railroaders all over the country 
who know what’s going on in railroading—and who 
can speak on behalf of the industry as qualified 
representatives. Enter YOUR Railway Age subscrip- 
tion today! 


MAIL THIS COUPON TODAY! 


Railway A 


ge RTS-7-55 
30 Church Street, New York 7, N. Y. 


Att'n: W. A. Cubbage 
Please send Railway Age to me every week: 

CO for one year $4 

L) for two years $6 


C) Payment enclosed 


Bill me after service begins 


Dept. 


Above rates apply TO RAILROAD MEN ONLY lin the U. S., 
Canada and Mexico) 
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With this hydraulically controlled 
and operated unit, ONE MAN han- 
dles four tamping tools, with each 
tamping unit acting independently 
to assure full compaction of ballast 
at all points. 


A 500 PSI, 26 GPM pumping unit, 
powered by a Model TFD Wiscon- 
sin Heavy-Duty Air-Cooled Engine, 
delivers approximately 1100 blows 
per minute to each of the four 
tamping tools working through a 
This 31%4"x3%4" Model 


specially designed hydraulic accu- 
mulator and rotary valve. 


A fluid motor, driven by the hy- 
draulic power unit, provides the 
necessary power for self-propulsion 
on the track, and a power winch is 
provided as standard equipment to 
assist small gangs in re-railing the 
machine after a set-off. No special 


TFD 2-cylinder Wis- 
consin Air-Cooled En- 
gine meets all the 
power requirements of 
the Racine Hydra-Quad 
Tamper. Cu. in. displ. 
53.9. Power range 8.7 
to 15 hp, 1400 to 3000 
rpm. Equipped with 
Stellite exhaust valves 
and valve seat inserts 
and positive type valve 
rotators for lowest cost 
maintenance and long 
engine life. 





set-off location is required. 


WISCONSIN-Powered 


Speeds Up Tamping... 
Cuts C 


{ 


] 








Vertical and lateral movement of the tamping tools, for- 
ward or reverse movement of the entire unit while on 
track, and operation of the power winch are all handled 
by ONE MAN from a conveniently located control posi- 
tion at the rear of the machine. 


One man operation is further facilitated through engine 
weight reduction, secured by the use of aluminum for 
the crankcase, engine base, bearing plate and various 
small engine components. Wisconsin heavy-duty features 
include tapered roller bearings at BOTH ends of the 
crankshaft; rotary type high tension OUTSIDE Mag- 
neto with Impulse Coupling for quick starts in any 
weather; positive lubrication and efficient AIR-COOL- 
ING at all temperatures from sub-zero to 140° F. 


You can’t do better than to specify “Wisconsin Engine 
Power” for your maintenance-of-way equipment. 


o WISCONSIN MOTOR CORPORATION 


MILWAUKEE 46, WISCONSIN 
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ELECTRIC 
HAMMERS 


Self-Rotating 


ELECTRIC HAMMER DRILLS 


For fast, easy cutting, chipping or 
rilling in concrete 


Belt-Driven 


ELECTRIC 


Cut wood, concrete block, 
plasterboard, etc., 2-13/16 
and 3-1/4” cuts. 


CONCRETE VIBRATORS 


Pulseting Magnet 
types for forms 
Electric motor or 
gasoline operated 
for mass work 


No air compres- 
sor needed to 
deliver 2000 
powerful blows 
per minute. 


100°; Self- 
Contained 


GASOLINE 
HAMMER 


Paving 
Breakers 


« 
Rock Drills 


i 
Spike Drivers 


Write today for 
illustrated Tool 
Catalogue - FREE. 


SYNTRON COMPANY 


290 Lexington Ave. Homer City, Pa. 
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| | Railway Personnel (Cont'd) 


| Club on June 27. 





| superintendent of a CCC camp in Mis- 


souri. In August 1942 he was appointed 
associate engineer with the U. S. Corps of 
Engineers in the Kansas City district. He 


| joined the Frisco as an instrumentman 


at Memphis, Tenn., in March, 1946, and 


| was promoted to assistant engineer at 
| Springfield in June, 1950. 


R. M. DeMoss, whose promotion to 


| roadmaster on the Sante Fe at Welling- 


ton, Kan., was announced recently (RT 


| &S, June, page 64), was born at Topeka, 
| Kan., September 5, 1917. He attended 
| Kansas State College in 1935-37 and be- 


gan his railroad service with the Santa Fe 


| in April 1941 as a chainman. He was 


promoted to rodman at Clovis, N. M., in 
September 1941, and became a drafts- 


| man at Amarillo, Tex., in October 1942. 
| He returned to Clovis in March 1943 as 
| a transitman, later serving in the same 
| capacity at Amarillo until being ap- 


pointed ballast cleaner supervisor, sys- 


| tem, in September 1947. He was ap- 
| pointed acting roadmaster at San Angelo, 
| Tex., in May 1948. In August 1948 he 


was named building inspector at Roswell, 


| N. M., later serving as a transitman at 


Wellington, Carlsbad, N. M., and Slaton, 


| Tex. In January 1953 he was again ap- 


pointed building inspector at Lubbock, 
Tex., subsequently serving in this same 
capacity at La Junta, Colo., and Hutch- 
inson, Kan. 


Bridge and Building 
R. E. Shamblin, who has been pro- 


| moted to a supervisor of B&B on the Nor- 
| folk & Western at Bluefield, W. Va. 


(RT&S, June, page 66), was born at Eng- 


| lish, W. Va., June 29, 1911. He began 
| his railroad service with the N&W as a 
| carpenter in November 1936, being ap- 


pointed special steel inspector at Roa- 


| noke, Va., in May 1945. He was pro- 


moted to assistant supervisor of B&B at 


| Portsmouth, Ohio, in July 1948. 








Association News 








Bridge & Building Association 

A meeting of the Executive committee 
will be held at the Chicago Engineers’ 
There will be two 
principal items of business to transact, 


| both having to do with plans for the 
| annual convention to be held on Sep- 
| tember 19-21 at the Conrad Hilton Hotel, 
| Chicago, concurrently with the annual 
| meeting of the Roadmasters’ Association. 


One of the principal items of business 
will consist of reading and approving the 


| seven reports that are being prepared by 


the subjects committees for presentation 
at the convention. The other will consist 
of making final plans for the program 
as a whole. Already several top-ranking 
railway officers have accepted invitations 


to speak during the joint sessions with 
the Roadmasters’ group. A special fea- 
ture of the program will be the showing 
of several moving pictures. 


Roadmasters’ Association 


Preparations are in full swing for the 
annual convention to be held September 
19-21 at the Conrad Hilton Hotel, Chi- 
cago. On May 23 the Executive commit- 
tee held a meeting at Chicago at which 
four of the reports of subjects commit- 
tees were reviewed and approved. The 
other three reports will be reviewed at 
a meeting of the Executive committee to 
be held on July 18. 

The Program committee has _ been 
working for months to develop interest- 
ing features for the meeting. It is ex- 
pected that final details of the program, 
including plans for entertaining ladies at- 
tending the convention, will be decided at 
the July 18 meeting of the Executive 
committee. 





Organizations 


American Railway Bridge and Building 
Association—tElise LaChance, Secretary, 431 S. 
Dearborn street, Chicago 5. Next annual meet- 
ing, September 19-21, 1955. 


American Railway Engineering Association 
—Neal D. Howard, Secretary, 59 E. Van Buren 
street, Chicago 5. 


American Wood-Preservers’ Association— 
W. A. Penrose, Secretary-treasurer, 839 Seven- 
teenth street, N. W., Washington 6, D. C. 


Bridge and Building Supply Association 
—L. R. Gurley, Secretary, 201 North Wells 
street, Chicago 6. 


Maintenance of Way Club of Chicago— 
S. Kosco, Secretary-Treasurer, 135 East Eleventh 
place, Chicago 5. 


Metropolitan Maintenance of Way Club— 
Secretary, 30 Church street, New York. 


Mississippi Valley Maintenance of Way 
Club—P. E. Odom, Secretary-Treasurer, Room 
1008, Frisco Building, 906 Olive street, St. Louis 
1, Mo. 


National Railway Appliances Association— 
Kenneth Cavins, Secretary, 310 S. Michigan 
avenue, Chicago 4; Lewis Thomas, Assistant 
Secretary, 59 East Van Buren street, Chicago 5. 


Northwest Maintenance of Way Club— 
L. C. Blanchard, secretary-treasurer, Room 27, 
Milwaukee Depot, Minneapolis 1, Minn. 


Railway Tie Association—Roy M. Edmonds, 
Secretary-Treasurer, 1221 Locust street, St. Louis 
3, Mo. Next annual meeting, October 26-28, 
Peabody Hetel, Memphis, Tenn. 


Readmasters’ and Maintenance of Way 
Association of America—Elise LaChance, Secre- 
tary, 431 S. Dearborn street, Chicago 5. Next 
annuel meeting, September 19-21, 1955. 


Track Supply Association—tLewis Thomas, 
Secretary, 59 E. Van Buren street, Chicago 5. 
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American Railway 
Engineering Association 

At the time of going to press two 
committees have scheduled meetings to 
be held in July. They are: Wood Bridges 
and Trestles—July 1-2, San Francisco, 
Cal., including inspection trips; and 
Economies of Railway Labor—July 12- 
13, Hotel Selwyn, Charlotte, N.C., in- 
cluding inspection of mechanized gangs 
on the Southern. 


Supply Trade News 


General 


The International Trailer Company 
has announced the appointment of the 
following companies and personnel as its 
representatives for the railroad industry: 
Ralph W. Payne Company, Washington, 
D. C.; Eastern Railway Supplies, Inc., 
New York; Stanley H. Smith & Co., 
Cleveland; and Clarence Gush, St. Louis. 


The L. B. Foster Company has an- 
nounced the opening of a new office at 
805 Peachtree Street, N. E., at Atlanta, 
Ga. The new office will serve the states 
of Alabama, Florida, Georgia, North 
Carolina, South Carolina and Tennessee. 
It will be headed by Paul A. Duke, a 
graduate engineer from Georgia Tech, 
who was formerly associated with the 
Atlantic Steel Company. Harold Ford, 
also a Georgia Tech graduate, will assist 
Mr. Duke in office and sales activities. 
Mr. Ford was previously associated with 
the Crane Company. 


Six new dealers have been appointed 
to sell and service the Michigan line of 
tractor-shovels and excavator-cranes man- 
ufactured by the Construction Machinery 
Division of Clark Equipment Company. 
The new dealers and their territories are: 
Stephens Equipment Company, Des 
Moines, Iowa (Central Iowa); R. E. Com- 
mon Equipment Company, Peoria, IIl. 
(West-Central Illinois); Machinery Outlet, 
Inc., Wichita, Kan. (Central and Western 
Kansas); Totem Equipment Company, 
Seattle, Wash. (Washington, except for 
five southwest counties, and Northern 
Idaho); West Virginia Tractor and Equip- 
ment Company, Charlestown, W. Va. 
(West Virginia with the exception of the 
counties of Marshall, Ohio, Brooke, Han- 
cock, Morgan, Berkeley and Jefferson); 
Barker Equipment Company, Frederic- 
ton, N. B. (Province of New Brunswick). 


Personal 


George C. Betz has been appointed 
manager of sales for the Chemical & 
Metals Department of Metal & Thermit 
Corporation at New York, N. Y. 


Max K. Ruppert, first vice-president of 
Poor & Co., has been elected executive 
vice-president, and Eugene C. Bauer, Jr., 
has been named vice-president. Mr. Rup- 
pert is president of the P&M Co. and Mr. 
Bauer is president of Kensington Steel 
Company. Both companies, located in 
Chicago, are subsidiaries of Poor & Co. 
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Buel M. Wallis, formerly general sales 
manager of the Adams Division of Le- 
Tourneau-Westinghouse Company at 
Indianapolis, has been appointed sales 
manager for the Schield Bantam Com- 
pany at Waverly, Iowa. 


Buel M. Wallis 


Mr. Wallis had been with the J. D. 
Adams Company for 25 years, serving 
as manager of the company’s Washington 
(D.C.) office, export manager, manager of 
federal government sales, and, most re- 
cently, as general sales manager. 


Douglas Grymes, Jr., executive assist- 
ant to the vice-president and general 
manager, and sales manager for the Wood 
Preserving Division of Koppers Com- 
pany, Inc., has been promoted to vice- 
president at Pittsburgh, Pa. He will con- 
tinue as sales manager. 

A native of St. Louis, Mo., Mr. Grymes 
attended Spring Hill College in Mobile, 
Ala. Upon graduation he joined the Ayer 
& Lord Tie Co., which later became a 


Douglas Grymes, Jr. 


part of Koppers’ Wood Preserving Divi- 
sion. After having sales assignments in 
Houston, Tex., Texarkana, Dallas and 
Pittsburgh from 1937 to 1948, he was 
named Pittsburgh District sales manager. 
In 1952 he was advanced to manager of 
railroad sales, and was appointed sales 
manager for the Division in July 1953. 
He became assistant vice-president in 
June 1954 and was made executive as- 
sistant to the vice-president and general 
manager in December 1954. 





“Self Contained” 


Require No Boiler, Hose, 
Fireman or Compressor 


Easily attached to swinging leads 
of diesel cranes. 


Quick conversion 
of crane to mobile 
pile driving rig. 


Heavy-duty, rugged 
construction for driv- 
ing concrete, steel or 
wood piling. 


In capacities 
from 5,000 to 
20,000 ft. 
Ibs. per blow. 


Send for catalogue and specification 
data - FREE 


4 Ag t 
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Deck—4’ x 5’ weatherproof 
Plywood and corrugated 
steel construction. 


Weighs only 160 Ibs.—yet will carry a thousand pounds of tools or materials! 
This is due to the novel steel-reinforced weather-proof plywood deck construction. 
Light—but amazingly strong! Can be set up or dismantled in less than a minute 
for easy loading into a truck, bus or motor car. 


SEND FOR BULLETIN #186 


WOOLERY MACHINE CO. 
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CONSERVE THE ENERGY 
OF YOUR MOBILE TRACK 
GANGS WITH THIS ... 


WOOLER 


TRACK TOOL 
TRANSPORTER 


This handy, light-weight push car carries tools 
to the job site from the nearest crossing or 
other point where truck or bus must stop. Men 
arrive fresh and ready for work having been 
spared the laborious job of toting hundreds 
of pounds of tools and equipment—saves 
time—and muscles—for the important job! 
Rolls easily on anti-friction bearings even 
when fully loaded. 

Handle can be inserted on either side for 
pushing in either direction. 
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CUT MAINTENANCE COSTS 


GASOLINE ENGINE 
POWER UNIT 


This wheelbarrow mounted 
MALL 8% hp. gas engine 
gives you the economy and 
versatility of having many 
tools packed into one. The 
operator is able to change 
from one tool attachment to 
another without waste mo- 
tion or lost time. The entire 
unit can easily be moved by 
one man from job to job. 


AND 
SWITCH GRINDER 


MAIL COUPON 
FOR FREE 
CATALOG 





MALL TOOL co PORTABLE POWER TOOLS 

eo GASOLINE -ELECTRIC- AIR 
7738 So. Chicago Ave., Chicago 19, Illinois 
Send me a copy of your catalog of tools for 
railroads. 


O Check if you wish representative to call. 


Name. 





Railroad 





Address 





RU-168 








| gives complete 
| International Cam 


Manufacturers’ Literature 








Following is a compilation of free literature, pamphlets and data sheets offered by 
manufacturers to the railroad industry. Circle the number(s) on the coupon below to 
receive the desired information. Requested items sent direct by manufacturers. 








HOUSE TRAILERS 

1. HOUSE TRAILERS. Mon-O-Coach, 
Inc. mt file folder “Mon-O-Coach 
Off-Track Trailers For Housing Mainte- 
nance Forces” describes and gives in 
complete detail the facts about Mon-O- 
Coach off-track trailers. 

2. HOUSE TRAILERS. Morrison Rail- 
way Supply Corp. Multi-page brochure 
etails on the Morrison 
Car for maintenance 


| economies—the mobile housing for travel- 


ing work crews at or away from city util- 


| ities. 


3. HOUSE TRAILERS. International 


| Trailer Co., Inc. Typical plans and com- 


plete information offered on the complete 


| International line of custom-built trailers 


for M/W gangs—including kitchen-diner, 
bunk and office trailers. 


4. HOUSE TRAILERS. Richardson 


| Homes Corp. Complete information and 


prices offered on Richardson mobile units, 


| “off the road” housing for repair crews. 
| 5. HOUSE TRAILERS. Skyline Coach 


| Co. 
| photos and diagrams, offered 


Inc. Complete details, including 

on the 
wide range of sizes and floor plans avail- 
able in Skyline Mobile Homes—as noted 


in ad in this issue. 


| 6. HOUSE TRAILERS. Indian Trailer 
| Corp. Details offered by the manufacturer 
| on the suitability of Indian Trailer Mobile 


Homes for railroad work crew needs; 


| points out flexibility, efficiency, economy 
of this method of crew housing. 








MISCELLANEOUS 


| 7. COMPRESSOR. Ingersoll-Rand. 4- 
page 2-color bulletin (1540) “Now a 20- 


} 


| 
| 


up. Air-Cooled Compressor With The 
Famous I-R Channel Valve” describes, 
illustrates and gives specifications on the 
new I-R 20 Compressor. 

8. TRUCK-SHOVEL. “Quick- Way” 
Truck Shovel Co. 6-page fanfold bulletin 
(255L2) describes and illustrates construc- 
tion and capacities of “Quick-Way” % 
cubic yard Model L-2 truck shovel; dis- 
cusses important features and lists digging 


| ranges and ratings with charts. 
| 9. GRATING. Klemp Metal Grating 
| Corp. 16-page “Klemp Data and Specifi- 


cation Manual” covers all types of grating, 


| open steel floor armor, stair treads, vessel 
| liners, bridge decking and drain grates; 
| includes many tables and charts on safe 


loads, standard widths and types of steel 


| stair treads most used. 


| 10. TRACTORS. Caterpiller Tractor Co. 
| 6-page fanfold (717-31480) describes, il- 


Reader Service Department 
Railway Track and Structures 
30 Church Street, New York 7, N. Y. 


lustrates and gives complete specifications 
on the new Cat D7 Tractor Series C; in- 
cludes cut-away drawings and photos. 


11. GRATING. Blaw-Knox. 16-page grat- 
ing catalog (2486) “Electroforged Steel 
Grating and Treads” describes i 
sizes and load characteristics of complete 
line of electroforged steel and interlocked 
aluminum grating by Blaw-Knox; on-the- 
job application photos included. 


12. SWITCH PLATE LUBRICANT. 
Josevh Dixon Crucible Co. 3-hole 
punched technical bulletin (701) gives 
complete instructions for application of 
Dixon’s 1954 quick-drying lubricant on 
switch plates. 

13. LOADERS. Austin Div. Central Ohio 
Steel Products Co. 5 catalog specification 
sheets describe, illustrate, give specifica- 
tions and dimensions for the complete 
line of Austin Overshot loaders; include 
detail and in-action photos. 


14. CORRUGATED METAL PIPE. 
Armco Drainage & Metal Products, Inc. 
6-page fanfold bulletin (CMS 8854) “How 
Armco Drainage Structures Sidetrack 
Maintenance” pictures and _ describes 
typical service case histories of corrugated 
metal pipe installations dating back as 
far as 46 years. 

15. BATTERIES. C ¢ D Batteries, Inc. 
3 bulletins describe, illustrate and give 
specifications on batteries for control, 
switchgear, ey lighting and aux- 
iliary power (Bulletin CP-538 “Hi-Power 
Batteries; Bulletin CP-536 “Plastical 
Lead-Calcium Batteries”; Bulletin CP-537 
“Plasticell High-Tensile Alloy Grid Bat- 
teries”). Write-in bulletin number. 


16. CRANES. Star Machine ¢ Tool Co. 
Data available on the versatile and low- 
cost Star Hydro-Lift Cranes in %-ton, 
l-ton and 2-ton capacities, and in hand- 
operated, electrically operated, and com- 
bination manual-electrically operated 

models. 
17. SAFETY SIGNS & TAGS. Ready 
Made Sign Co. 48-page 5-color catalog 7 
“Ready Made Signs for Safety” describes — 
and illustrates in actual color over 2,200 
of its stock metal signs and safety tags — 
as an aid in preventing accidents in 
factories, shops, business establishments. 


18. SWITCH POINT ROLLER. Railroad 
Materials Corp. 4-page 2-color folder 
“Gray-Wade Railway Switch Point Rol- 
ler” decribes, illustrates, lists advantages 
and with cut-away drawings shows ap- 
plication instructions for these railway 
switch point rollers. 
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(Southern Pacific Photo) 


Our heavy railway spring washers 
assure adequate reserve power to 
hold rails and joints tight longer. 


They protect track continuously. 


IMPROVE TRACK 
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THE NATIONAL LOCK WASHER COMPANY, NEWARK 5, N.J., U.S.A. 


A COMPLETE LINE OF RAILWAY SPRING WASHERS 





Two-man work train 


CUTS COST on the S.P.& S. 


tractor-mounted 


HYSTAWAY 


speeds crane or excavating 
and bulldozing work 
...anywhere on the railroad 


The Spokane, Portland and Seattle Railway is 
combatting the high cost of conventional work-train 
service with a unit that requires no train crew or loco- 
motive while on the job. Completely self contained 
and operated by only two men, this outfit consists of 
five cars and a Hystaway® mounted on a Caterpillar® 
D6 Tractor equipped with ESCO track-walking shoes 
and a 6S bulldozer blade. 

When a roadmaster calls for the unit, it is quickly 
dispatched by train to the siding nearest the job. The 
Hystaway then moves to the work site at tractor speeds. 
Track-walking shoes permit travel directly on the rails, 
if desired. 
Completely equipped, the two-man crew can per- 
form crane, bulldozing or excavating jobs such as un- 
loading and loading rail, laying rail, handling ballast 
material, grading, filling and ditching. 

You can mount a Hystaway on a new or used Cater- 
pillar track-type tractor fast without special equipment 


o Saat ate ne tea nl od 


or tractor alterations. Hystaway has “no tail swing”. 
Permits working in confined areas— up against 
walls, in tunnels and other places where conventional 
excavator cranes can’t operate. Hystaway heavy duty 
diesel tractor engine power minimizes hang-ups, stall- 
ing and expensive engine wear. Ask your Caterpillar- 
Hyster Dealer for details, or write to: HYSTER 
COMPANY, 2902-56 N. E. Clackamas St., Portland 8, 
Oregon, or 1802-56 N. Adams St., Peoria 1, Illinois. 


HYSTER COMPANY 








